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H. & D. CORRUGATED FIBRE BOXES 


Not a stick of wood in the whole pile. 


Ninety-five per cent of all the fruit jars made 
in the United States are Packed, Stored and 


Shipped in corrugated containers. 


THE HINDE & DAUGH PAPER CO. 


N iboses Uline thon Sandusky, Ohio 
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THE TRAFFIC WORLD 


DIGEST OF DECISIONS 


Under the Interstate Commerce Act (Ready Soon) 
All Opinions since January 1, 1908, of the Commission and the Courts 
12,000 Pages of Law Presented Fully in a Single Volume of 1,000 Pages, Saving 90% of the 
Time and Labor Required to Find and Read the Decisions in the Reports. 
7,000 POINTS FOR THE TRAFFIC MAN 


Price $8.00 Delivered. LUST AND MERRIAM, Authors and Publishers, 9 S. La Salle St., Chicago, Ill. 





Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


The foundation for the study of all questions bearing on rates, and other features of regulation 
between shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of the several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus- 


trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 











rulation 
without 
-eompil- 
re illus- 
present- 


sted 


<tensive 
1 and in 

This 
ese dur- 
e Court 
ne Laws 
relations 


» a coMm- 
aws and 
f Court 
or filing 
nission. 
1, can be 
this op- 


the b ook 











John A. Droege’s new book is ready 


Freight Terminals and Trains 


It gives the latest materia] for a wide group of railroad men. 

For engineers who plan, build and maintain. 

For officers who operate the various plants. 

For the agent whose responsibilities and methods are im- 
portant. 

For the yardmaster, trainmaster, and manager, and the be- 
ginner, it presents a vast amount of practical material. 

As superintendent, the Providence Division, N. Y., N. H. & H. 
R. R. Co., Mr. Droege has been able to get information of 
the right kind. 

His book is not full of general statements. 
comparisons—conclusions. 

This big volume includes not only a revision of “Yards and 
Terminals,” but a great mass of new material, The scope and 
treatment were broadened—in fact, it is a new book. 

It covers design and operation with practical data on methods, 
equipment, records, apparatus, etc., etc. 


CONTENTS 


It gives facts— 


The Terminal Problem. 

Terms and Definitions. 

General Requirements of Ter- 
minal Design. 

Track Construction and Main- 
tenance Details. 

Classification Yards. 

Operation of Yards. 

The Yardmaster. 

Management and Discipline. 

Loading Cars. 

Making Up Trains. 

Time Freight Service. 

Team Delivery Yards, 

Live Stock Handling. 

Weighing Freight. Ash and Sand Plants. 

Records and Statistics. The Engine House Foreman. 


465 pages, 6 x 9, 208 Illustrations, $5.00 (2is.) net, 
postpaid. 


Water Front Terminals. 

Coal Piers and Storage Plants. 

Ore and Lumber Docks. 

Grain Elevators. 

Freight Houses. 

British Freight Service. 

Transfer Stations. 

Mechanical Handling of 
Freight. 

The Freight Agent. 

Operations of Freight Houses. 

Refrigerating, Ventilating and 
Heating. 

The Engine House. 

Engine Cooling Plants. 


The Traffic World, Chicago. 








PRINTING 


of such class as will 
attract attention 


E will gladly suggest, plan or 
compile folders, booklets or any 
printing required at reasonable cost. 
Estimates cheerfully furnished. Write 
us regarding any of your requirements 
in our line when next in need. We 
have night and day service — linotype 
and monotype composing machines — 
full up-to-date bindery and printing 
equipment. 


The Blakely Printing Co. 


418-430 So. Market St, CHICAGO 
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AT PORT LIMON 


WHITE FLEET this summer and go to Panama. 
enjoy every moment of the trip. 


131 State Street, Boston, Mass. 
Pier 5 North Wharves, Philadelphia, Pa. Pier 1 Pratt St., Baltimore, Md 
Orleans, La 
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YOU RAILROAD MEN 

You want to earn larger salaries and you want more congenial work. 
There is just one way to dothis. Learn how to do the work of a better 
position. The traffic department is full of opportunities. We teach you 
traffic work by correspondence Write today for our interesting booklet. 
Use the coupon unless you have time to write us a letter telling us just 
how you are situated 


NATIONAL TRAFFIC COLLEGE, CHICAGO 


10 South La Salle St. (Dept. A.), Chicago. 


National Traffic College, 
10 South La Salle St. (Dept. A.), Chicago. 
Send me your book. 
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UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any American 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia— Baltimore 
Mobile—New Orleans 
AND 
Jamaica—Parema Canal 
Colomb:a —Costa Rica 
Guatemala— Nicaragua 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 


Mexico, Central and South America. 
for San Jose, Costa Rica and other 
points on the Northern Railway. 


AT PUERTO BARRIOS — for Guatemala City and other 


points on the Guatemala Railway. 
q The opening of the CANAL will see the greatest changes in 


the commercial routes of the world that have ever been known, 
and every Traffic Man owes it to himself to see it before the 
water is turned in. 


q Take one of the big air-cooled steamers of our GREAT 
You will 


Our illustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 


M. HARTMANN, Western Passenger Agent 
444 Commercial National Bank Building, Chicago, III. 


17 Battery Place, New York, N. ¥ 
321 St. Charles Street, New 
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SUBSTITUTION OF TONNAGE 


Developments in recent hearing on transit matters indicate 
changed attitude that has developed in recent years 


THE TRAFFIC BAROMETER 
Diagrammatic representation of the status of car demand and 


supply as compared with two weeks and one year ago 


DECISIONS OF THE INTERSTATE COMMERCE COMMISSION 


In the matter of advances in rates on flaxseed from Minneapolis 
to Chicago 

Michigan Copper & Brass Co. vs. Duluth, South Shore & Atlantic 
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Lindsay Brothers vs. Pere Marquette 
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Gilmore & Co., Thomas, et al. vs. Chicago & Northwestern et al... 

Fourth Section application in re Southern Railway; Same in re 
Louisville & Nashville 

Anacostia Citizens’ Association vs. Baltimore & Ohio et al 
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Commission continues hearing on transit rules with special ref- 
erence to structural steel and cotton 


KNOTTY TRAFFIC QUESTIONS ASKED AND ANSWERED 


Legal department * The Traffic Service Bureau replies to ques- 
tions on interstate commerce submitted to it by subscribers... 


DOCKET OF THE COMMISSION 
Assignment of date and place for hearing or argument of cases 
before Commission or examiners 


COMPLAINTS FILED WITH THE COMMISSION 
Digest of new petitions filed during the week 


SOUTH’S POSSIBLE LOSSES 


Carriers estimate that absolute enforcement of long-and-short-haul 
clause would mean a loss of over twelve millions a year to 
roads doing business in the Southeast 


INCREASING EFFICIENCY ON THE SHORT HAUL 


Motor Trucks Exhibited at Cleveland 
The Marking of Freight 
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A Special Issue of 
Traffic World 


N January Tue Trarric Wortp will issue a special number 
I which will be considerably larger than the regular issue. Its 

purpose will be to give the executives of large industrial 
houses—manufacturers and distributors—something like a 
birdseye view of the scope and importance of traffic and trans- 
portation affairs. 

Special attention will be paid to improved methods of han- 
dling goods, and actual equipment, organization and routine for 
the most successful management of the traffic department. 

The men who know these things best are the men who read 
THe Trarric Worip. We believe they will want to co-operate in 
our plan of giving, in this special number, an idea of the pur- 
pose and breadth and value of the work they are doing. But 
this cannot be done without their help. 

We want a hundred volunteers, each to offer to describe, in 
a letter, brief and practical, some one part of his own experience 
that fits into the plan of this special number. 








Shade of Yuba Bill : 
‘Boys, this ts whar I 
quit!”’ 


Courtesy of the B. F. Goodrich Company 


The Modern Deadwood Stage Carries 
Wells Fargo & Company Express 


f 


@ This automobile route between Silver City and Mogollon, New Mexico, covers a distance 
seventy-five miles —a journey up into the air 1,000 feet, over mountain roads to Mogollon, which has 
an altitude of 6,300 feet. 

q@ Fifty years ago, Yuba Bill, with his four-horse team, carried Wells Fargo Express and made f 
time, but today the automobile does even better. 

@ The Deadwood Stage, so important in the days of the stage-coach, is now merely one feature of | '¢ 
vast Wells Fargo system of parcel transportation, operating over thousands of miles of railroad 
steamship lines in the United States, Mexico, Alaska and Canada. 

@ This is further evidence of Wells Fargo progressiveness and of the unceasing endeavor of this comp: 

to maintain the same high standard — efficiency, despatch and responsibility —in behalf of its patro”'s, 
that it has established in the past. 


Wells Fargo & Company Express 
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WESTERN CLASSIFICATION. 

lf a very incomplete study of the Commission’s 
decision on Western Classification No. 51 indicates 
anything, it is that the matter of a definitely-estab- 
lished classification is much nearer realization than 
those familiar with the details of hearings on the 
subject would naturally have supposed possible to 
be the outcome of a provisional decision. This does 
not mean that there is little further work to be done. 
‘ar from it. It only means that many having ex- 
pressed a belief, not to say a desire, that the Com- 
mission would rip Western Classification No. 51 up 
the back, that was assumed generally as an end to 


ESS be expected or feared, and something of a sigh of 
reliel goes up now that it appears that the Com- 
a of mission has only indulged in a little blood-letting 
i has hich may well be very salutary in its results. The 
‘act that the Commission has suspended the classifi- 
Se gact cation from time to time to the extreme limit of its 
authority, and that it had to wade through thou- 
Se she sands and thousands of pages of record and _ per- 
d and ‘laps tens of thousands of items of exhibits, is an as- 
surance that the position taken in Commissioner 
mpany Mey: s document .is no mere “horse-shed” opin- 
Sons, lon. With this view of the thoroughness of the 


Lommission’s work up to date, it should be dis- 


‘inctly gratifying to those who desire a classifica- 
“on it shall be fair to all whom it concerns and 
who can for a moment sink the individual interest 
in the public welfare, to learn that, so far at least, 
the Commission finds it unnecessary to disturb two- 
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thirds or thereabouts of the items which the com- 
mittee has formulated. 

Of course, numbers of items disturbed or undis- 
turbed afford no actual criterion of the righteous- 
ness or avarice of those who formulated the classi- 
fication; but it is a straw, and though there are 
many important points in which the Commission 
has traversed the views of the committee, there is 
enough of a skeleton left of the original structure 
to afford a basis rather for repairs than for demoli- 
tion. 

So far as can be learned up to date, each party to 
the controversy, which led up to the investigation 
by the Commission has gained a little more than 
was expected; and this is one of the most hopeful 
signs in any matter of settlement of contested is- 
sues. Not the less is it an indication of intelligent 
examination in an attitude of fairness on the part 
of the umpire. 


THE PARCEL POST. 

Speaking with the utmost frankness, officials of 
the post office department admit the parcel 
post system established a few days ago is the great- 
est experiment the government has ever undertaken. 
The only tangible fact in connection with it is that 
other governments have made a success of the busi- 
ness of carrying small packages and there is no ob- 
vious or apparent reason why the United States 
should not do fully as well as they. 

The purely experimental stage is to last during 
the first half of January. During those fifteen days 
the postmasters of the largest cities are to keep ac- 
curate figures pertaining to every phase of the serv- 
ice to the end that early in February a report may 
be made to Congress telling that body how much 
money it must provide to continue the service to the 
end of the fiscal year June 30 next. ! 

The postmaster-general ts giving personal atten- 
tion to the new departure. Thus far he has bought 
something over 60,000 scales of one kind or another 
and has sent out 250,000,000 parcels post stamps. 
The scales will be needed whether the system is 
continued or not. That is the chief reason they 
were bought. All the rest of the equipment that 
will be needed during the fifteen day experiment will 
be hired. 

A fund of $300,000 has been set aside for mak- 
ing the half month trial. An estimate of $750,000 
for the purchase of equipment has already been 
sent to Congress. That is for vehicles chiefly. In- 
asmuch as rural carriers must provide their own 
equipment and the same is true as to city carriers 
whose routes lie in the thinly settled parts of cit- 
ies, not a penny of that is to be spent for anything 
of that kind. In this instance equipment means 
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chiefly wagons to be used in cities where great 
quantities of parcels are expected to be offered for 
delivery within the free delivery limits. The wagons 
or automobiles will be used to carry the parcels to 
the sub-stations from which they will be distributed 
by the regular letter carriers if they can handle 
them as they now handle other fourth class matter. 
For the parcels that the carriers cannot deliver the 
department will have to provide either wagons, 
automobiles or motorcycles to which boxes have 
been fitted. The postmaster in every first-class 
city will figure out his own schemes for making de- 
liveries. 

Second Assistant Postmaster-General Stewart, 
who has charge of the transportation of the mails 
by railroad, has asked for an additional allowance 
of $9,000,000 with which to pay the railroads for the 
extra weight of mail he expects them to carry dur- 
ing the year, by reason of the inauguration of the 
new system. He has also asked for authority to 
have a general weighing of the mails during the 
year so as to arrive at new averages on which to 
base the compensation of the railroads. 

There was a general weighing of the mails last 
spring for that purpose, and, under the law, the rail- 
roads are compelled to accept compensation for the 
next three years on the basis of the weights then 
ascertained ; but Stewart thinks it is a moral obliga- 
tion which rests upon the government to have a 
new weighing because of its creation of the parcel 
system. 

Stewart figures that there will be an increase in 
the weight of the mail, exclusive of the parcels, of 
ten per cent, over and above what would have been 
the increase if it had not been established. He fig- 
ures that when the system is well established there 
will be a twenty per cent increase over and above 
rest of the mail service. He 
parcels business will necessi- 


that accruing to the 
also figures that the 
tate the appointment of 1,000 more railway mail 
clerks. 

Only the crudest ideas exist as to how the parcels 
are to be handled. The present thought is that 
the parcels shall be handled in the mail cars the 
Additional mail cars will be 
there 


same as other mail. 
ordered for regular trains 
enough parcels to warrant them. 
thought now of there ever being any necessity for 
having special parcels trains such as the express 
companies now run between nearly all large cities. 
Only the most enthusiastic advocates of the parcel 
post system to be found have ever thought the 
service would appeal to shippers with such force as 
ever to require anything of that kind. 

The government is not looking for that kind of 
business. It is content to leave that part of the 
parcels business in the hands of the express com- 


whenever are 


There is no 
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panies. It is seeking to provide a cheap and ex 
peditious service on small packages for short dis 
tances. Service of that kind when rendered by thx 
express companies has been expensive. In only a 
few parts of the country has the general public 
been able to send any sort of a package, even fo 
five miles, for less than twenty-five cents. On 
ninety-five per cent of that kind of business th« 
express companies have performed neither a pick 
up nor a delivery service. The government expects 
to pick up and deliver on rural routes and deliver 
in the cities. The parcel sender in the city will have 
to walk to his nearest station or sub-station with 
his parcel. Inasmuch as he has generally to walk 
to a drug store to send an express package, that will 
not be a hardship, as compared with the require 
ment under express service. 

Of course, this last assertion is not strictly ap 
plicable in all cases, for the express companies will 
stop at a residence for a parcel, but at the time the 
average citizen needs a parcel service a wait of 
twenty-four or thirty-six hours is almost always 
necessary. Resort is had to the drug store in a 
large percentage of such shipments. 

Postmaster-General Hitchcock has emergency 
funds tucked away in his department in excess o! 
the $300,000 already set aside for the fifteen-day ex 
periment, so there will not be an absolute break 
down if the amount of business offered should be so 
great as to exhaust it before the half month is 
gone. But his idea is that the income from par 
cels, while the service is so fragmentary, should be 
large enough to cover the additional expenses. The 
$300,000 is merely capital. He really expects the in 
come to cover the expenditures. 


The chief objection to the new service that has 


as yet been made known generally, is in comparison 
with the previous method of handling fourth-class 


mail matter under four pounds in weight. It is 
complained that whereas, before, a package of a 
weight within the limit could be given the neces 
sary postage in ordinary stamps and dropped in the 
nearest package box, it is now necessary to use the 
special stamps and take the package to the post of 
fice. Under certain:circumstances this require 
ment will probably outweigh the apparent advan 
tage; that is to say, those who have an occasional 
small package to send will, in a way, bear the bur 
den which makes easier the labor of the one who 
has occasion for the more frequent use of the serv- 
ice. Speaking from a superficial consideration of 
this phase of the subject, there does not at once oc- 
cur to the mind any absolute necessity for hav- 
ing disturbed the status of small-package ftourth- 
class mail as it was previously; but there may be 
some excellent reason. 

Whatever demands the service may fail to meet, 
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whatever complaints it may arouse, a service 
hich has been so indispensable elsewhere, is not 
kely to be suddenly abandoned. It, as stated at 
e outset, is very much in a tentative shape now; 
ut the objections that may be occasionally raised 
re not likely to have anything like the force of the 
umulative demands of those who are materially 
enefited by it. The parcel post has come to stay. 


COMMISSIONER LANE CHAIRMAN 


The formal announcement was made on January 8 
at Commissioner Lane had been chosen by his col- 
eagues to be chairman during the year, beginning Jan- 








HON. FRANKLIN K. LANE, 
Chairman Interstate Commerce Commission. 


lary 13. This is in accordance with the rule adopted 
about eighteen months ago under the operation of which 
Commissioner Prouty succeeded Commissioner Clements 
n the seat of honor. 

Next year there may be a question as to whether 
the honor shall go to Commissioner Clark or to Com- 
missioner Harlan, the hold-up of the nomination of Mr. 
Clark creating a situation that has never before existed. 

While the confirmation of Mr. 
‘xpected, the blockade inaugurated by the Democratic 
senators continues, and there is no immediate prospect 
of a break. That is the fact, notwithstanding the under- 
standing when the Democratic members of the interstate 
commerce committee unanimously agreed to report the 
nomination of Mr. Clark favorably. 


There is no discoverable opposition to Mr. Clark’s 
confirmation other than the position of the leaders of 
the present minority that they do not propose to be 
hurried in the matter. That is what they said just be- 


Clark is confidently - 
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fore the adjournment for the holidays and continued 
saying when the recess came to an end. 

Senators, regardless of their politics, have been re- 
ceiving a deluge of telegrams from members of the rail- 
road brotherhoods. Apparently the train operatives are 
much stirred up on the matter, because many of the tele- 
grams threaten political action against those responsible 
for the failure to confirm the nomination as a matter 
of routine. 


ARGUE MOTORCYCLE CASE 





Argument was made on January 9 on the complaint 
of the Motor Cycle Association against the B. & O. and 
others, the point at issue being the rating for shipments of 
motor cycles between points in Central Freight Association 
territory. For the carriers, E. S. Ballard protested against 
any change of rating which is first class on C. L. and 
one and one-half times that in C. L. lots. He called atten- 
tion to the fact that prior to 1900 the rates were made 
low because the industry was then in its infancy and 
the motorcycle was not a commercial success. At that 
time they held the same rating as bicycles and in 1905 
they were rated second class. He contended that that 
rating was purely provisional because no one could tell 
whether the industry would have a permanency. 

Now there is no question about it. Nor is there any 
question about the commodity being able to stand higher 
rating. He said that in Western Classification territory, 
where the any-quantity rate is two and one-half times first 
class, the rating will be soon reduced to that of Official 
and Western. He said there have been complaints from 
only one source, namely, that of the association. He 
argued that the facts brought out as to the permanency 
and the profitableness of the industry indicate that the 
commodity can stand the higher ratings it now bears 
compared ‘with those given at a time when there was 
uncertainty as to it. 

L. H. Freedman, for the complainants, said the fact that 
there are more motorcycles built and shipped now than 
there were five or six years ago is no argument why they 
should pay more freight. Nor is the fact that the ma- 
chines are more powerful and of some more value than 
earlier productions reason why the ratings should be 
shoved up. He said one motorcycle company has been 
forced to cut $50 off the price this year, notwithstanding 
the fact that the power of the motor has been increased 
and the equipment furnished by the company is greater 
than ever before. Answering a question by Commissioner 
Clements, he said the prices per machine run from $105 
to $320 and that the average would be between $175 and 
$200. He said the C. L. minimum is kept down so as to 
give an appearance of justification for the high rating. 
Mr. Ballard took exception to that assertion. He said that 
the minimum might be too low for the particular company 
Mr. Freedman had in mind but the Commission, he sub 
mitted, ought not to undertake to make rules for each 
particular shipper. 


ALLOWED TO BECOME DEFENDANT. 

The Commission has issued an order allowing the 
Michigan Central to become a defendant in the complaint 
of No. 5231, the Kellogg Food Co. vs. the Grand Trunk 
of Canada et al. 


EXTENDS EFFECTIVE DATE. 
The effective date of the order in No. 4734, North Fork 
Cannel Coal Co. vs. Ann Arbor et al., has been extended 
from February 1 to April 1. 
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SUBSTITUTION IN TRANSIT 


Arguments in the tap-line and the 
milling-in-transit matters, as they 
are now being made, if they fell upon 
the ears of the men who thought out 
the groundwork upon which the Act 
to regulate commerce has been built, 
would undoubtedly cause them to sit 
bolt upright and ask if the world 
had really turned topsy-turvy. In 
both matters it is the shippers, not 
the railroads, that are playing the 

part of the aggrieved. 

There is no use trying to argue 
regulate commerce was placed upon the books for the 
benefit of the common carriers. It was not. It was 
written for the good of the shippers and upon the as- 
sumption that the carriers had become oppressors of the 
public. 

How, then, could it be possible that shippers should 
come before the Commission, with a former senator of 
the United States, himself no inconsiderable factor in 
building on the foundation laid in 1887, as their spokes- 
man, declaring that if the rules under the milling-in- 
transit decision are enforced, it would drive them out 
of business? Such a charge as made by former Senator 
Long of Kansas, in the milling-in-transit hearing last 
week, would have been once considered impossible. The 
Commission was expected to favor the shipper wherever 
possible. 

A suit such as the R. A. Long lumber interests filed 
in the Commerce Court this week would also be deemed 
impossible. While the suit is brought in the name of 
the Louisiana & Pacific Railroad Co. and the interests 
in the Long lumber companies, the latter are regarded 
as the real petitioners asking for relief from an order 
of the Commission. Without specifically denying that it 
controls the Louisiana & Pacific, the railroad company 
asserts that the Commission has no authority or facts 
to warrant the assertion that there is any “proprietary” 
lumber company or companies with respect to the Lou- 
isiana & Pacific, but for the ordinary purposes of dis- 
cussion the lumber companies and the railroad are 
spoken of as the R. A. Long interests, and it is in that 
sense that the words “Long interests’ are used. The 
associated complainants or petitioners that they 
will be irreparably damaged if the order of the Commis- 
sion is permitted to stand. 


that the Act to 


assert 


The hearing on that petition ought to be exception- 
ally interesting. If the Louisiana & Pacific is not a 
common carrier, then it has no standing in the Commerce 
Court. If it is not a common carrier, it is certain that 
the petitioning lumber companies are not carriers and 
are, therefore, apparently barred by the decision in the 
Proctor & Gamble case. 

But neither point is particularly pertinent here ex- 
cept'to indicate how well-founded would be the astonish- 
ment of the men who framed the first act of 1887, as 
well as those who took a leading part in framing the 
amendment of 1906, which put the breath of life into 
the earlier law and made the Commission an effective 
organization. 

Former Senator Long used ‘strong language in ad- 
dressing the Commission on the proposition that the iden- 
tity of the commodity moving from the point of origin 
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must be preserved. The strength of it may serve to 
indicate the degree of astonishment one of those who 
helped frame the act of 1906 felt over the situation that 
now exists. He said that if the Commission did not give 
relief the millers would have to go to Congress. He 
said a change in the law with regard to through routes 
and joint rates is out of the question, because the rail- 
roads would fight that to the last ditch. The inference, of 
course, ig plain. The millers would go to Congress, ask- 
ing that body to define milling-in-transit in such a way 
as to do away with rule 76-A and the interpretations that 
have been put upon it by the Commission and the rail- 
roads. 

Such an appeal by the millers, backed up by the 
shippers all over the country who believe the thunders 
against substitution in transit are destructive of business, 
would not be unheeded by the lawmakers, no matter how 
strong an argument the Commission might be able to 
make in behalf of its decisions, rules and interpretations. 
It would be a much stronger appeal than that made by 
the tap-line interests, for the reason that it would be 
more clearly an appeal from shippers. It would also be 
much more powerful, because a larger section of the 
country would be involved. The southeastern millers 
might be satisfied, but those of the Southwest and the 
Northwest would not, and that would more than outweigh 
the supposed satisfaction of the southeastern millers. 

The millers and their attorneys, not to mention the 
hardwood lumbermen and the cotton shippers, produced 
an exceptionally strong impression among those who lis- 
tened to the arguments, without having prejudices either 
in behalf of the rulings of the Commission or against 
them. The railroads practically stood on the side lines, 
saying, “Go it, man, go it, bear,” because, for once, they 
had only one interest, that of seeing to it that the ship- 
pers and Commission did not come to an understanding 
that the best way out would be for them to go to Con- 
gress, asking that body to amend the law so as to make 
through routes that would result in “short-hauling” favor- 
ably situated railroads for the benefit of those less favor- 
ably situated. 

But Mr. Long gladdened them by pointing out that 
the millers will not undertake anything so impracticable. 
It would be fatuous, he contended, for them to get a 
change of that kind in the law, first, because the rail- 
roads would fight in Congress, and, second, even if the 
desired change were brought about, there would have 
to be separate action taken with regard to 1,000 junction 
points in the Southwest alone, and each of them would 
mean a lawsuit. That is why Mr. Long laid stress upon 
the proposition that nobody laughs at Congress when 
it changes its mind and repeals a law that failed to bring 
the desired and expected relief. 

The Kansan suggested that the Commission, being 
an arm of Congress, could afford to be as ready to undo 
an unsatisfactory piece of work as the body of which 
it is the agent. The millers and other protestants ex 
pect the Commission to furnish the relief that would 
come from a modification that would have regard only 
for the quantity of the commodity and not its identity 
or ownership, shipped out on the balance of the through 
rate. 

It has been long suspected that the men who framed 
the substitution-of-tonnage-in-transit utterances were in- 
tent upon preventing outbound billing to be used for 
shipments that would bring about back hauls. For in- 
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stance, one of the arguments used to the cotton men 
of New Orleans was that unless the substitution-in-transit 
ules were strictly enforced billing would be used to send 
otton to the interior instead of out through the port. 
rhe suggestion that that is a criminal offense, the pre- 
ention of which should not be sought under pretense of 
regulating transit, was not received with favor. Nor was 
the suggestion received with favor that it makes no dif- 
erence to the carrier whether the ownership of the cot- 
ton has changed, because the transportation contract 
was to haul so many bales of cotton, and there could be 
no change in the transportation service to be rendered 
by reason of the change of ownership. Ownership 
nay not be made the basis of a rate, yet if the changing 
of title to the cotton, ipso facto, terminated the contract 
to refund down to the export rate if the cotton was ex- 
ported, it would make the rate depend upon ownership. 
That is, if Smith who shipped the cotton in on the local 
rate and then sold it to Jones who exported it, termi- 
nated the right to the refund, the cotton would have 
to pay the higher local rate simply because the title to 
t had changed from Smith to Jones. A. E. H. 


ABSOLVED FROM BLAME 

The New York, New Haven & Hartford is wholly ab- 
solved from blame for the wreck of its Merchants’ Lim- 
ited, which occurred at Green’s Farms, Conn., on 
November 16, in which 27 passengers were injured, in 
a report made to the Interstate Commerce Commission 
by Chief Inspector of Safety Appliances H. W. Belnap. 
The derailment at a cross-over switch, while the train 
was running at approximately 60 miles an hour, was 
caused by the breaking of an equalizer bar on the forward 
truck of the dining car. 

There was a defect in that wrought-iron 
according to the inspector, could not have been discovered 
by diligent inspection. In fact, it could not have been 
discovered except by taking down the bar for examination, 
and that could not have been done except by practically 
taking the truck to pieces. 

The broken bar sprung the switch so as to throw the 
rails out of alignment, thus forcing the wheels to drop 
off the rails. What caused the defect in the broken bar, 
the chief inspector reports, is impossible to tell at this 











bar which, 


time. 


OCTOBER TRAFFIC EXCEEDS RECORDS. 

The receipts and the expenses of the steam railways 
for the month of October, 1912, are greater than for any 
other month in their history. Net operating revenue, 
which is the gross income before anything has been 
taken out for taxes and rentals, interest on bonds, ap- 
propriations for betterments or dividends, averaged $15.71 
per mile of line per day, which contrasts with $13.74 
for October, 1911, an increase of $1.97. This is an in- 
crease per mile of line for the month of $61.13, or 14.4 
per cent. : 

The monthly summary of the Bureau of Railway 
Economics, compiled from the reports.of railways to the 
Interstate Commerce Commission, covers for October 
220,636 miles of line, or about 90 per cent of all of the 
steam railway mileage of the United States. The aggre- 
gate net operating revenue for this mileage was $107,440,- 
518, which is greater by $14,870,125 than that for Oc- 
tober, 1911. The increases were due in greatest propor- 
tion to the freight traffic, which is always greater in 
October than in any other month of the year. 
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LEADERS IN TRAFFIC 
The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


GEORGE T. BELL. 

George T. Bell, commissioner and attorney of the 
Sioux City Traffic Bureau, was born on a farm near Red 
Oak, Ia., in 1882. He was educated in the schools of 
Kansas City, and at the age of sixteen entered the office 








GEORGE T. BELL, 
Commissioner Sioux City Traffic Bureau. 


of the Transportation Bureau of that city. From mail 
clerk he was gradually promoted to tariff clerk, rate 
clerk, chief rate clerk and chief clerk and to assistant 
In 1905, recognizing the growing 
importance of the legal aspects of rate questions, he 
matriculated in the night classes of the Kansas City 
School of Law, reported three nights a week for three 
years, and graduated in 1908 at the head of a class of 
forty-two. He was immediately placed in charge of in- 
terstate commerce cases for the Kansas City shippers 
and was one of the counsel in the now famous Burnham- 
Hanna-Munger case. He was also counsel for the grain 
and elevator interests of Missouri River cities, Chicago 
and eastern points in the elevation cases. In 1910, the 
shippers of Sioux City organized a traffic bureau and 
Mr. Bell accepted the position of commissioner and at- 
torney. This organization is one of the strongest in 
the country in a city of 50,000, as it has a fund of nearly 
$15,000 per annum placed absolutely in the hands of its 
commissioner to use as he sees fit. He was vice-chairman 
of the National Industrial Traffic League’s committee in 
charge of the Advance Rate cases. 


commissioner in 1906. 
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The net shortage of cars has disappeared. In its 
place there is a net surplus of 17,058. The period of 
the last two weeks has shown a very perceptible increase 
in the total surplus and a corresponding falling off in 
the total shortage. The figures of the American Railway 
Association which close the record for the year 1912, 
issued under date Jan. 7, 1913, are eminently satisfactory. 
More even than the mere fact that the threatened severe 
shortage is a thing of the past and that freight promises 
to move with no more than occasional local congestion 
through the winter, it is a source of satisfaction to learn 
that by a concerted effort on the part of all concerned 
cars can be made to move and perform their functions 
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GROUP Iti—Ohlie, Michigan, Western Pennsylvania. 
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The Traffic Barometer 


A Diagrammatic Representation of the Present Status of Car Supply 
and Demand Compared with Last Year 
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and disastrous shortages are not a necessary condition 
inherent in a combination of a big crop and a smaller 
amount of equipment than is sometimes thought neces- 
sary in order to move it expeditiously. It has now been 
demonstrated that this situation, like many others, can 
be relieved by making the best use of what is in sight. 

During the last two weeks the total surplus has jn- 
creased by 24,045 cars and the total shortage has de- 
creased by 27,407 cars, making a net gain of 51,450 cars 
and converting a net deficiency of 34,392 cars into a 
net surplus of 17,058 cars. Paraphrasing the pious ejacu- 
lation of the faithful Mohammedan, “Great is team work, 
and ‘Keep the Cars Moving’ is its slogan.” 
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GROUP X—Oregon, Idaho, California, Arizona. 
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Decisions of Interstate Commerce Commission 


FLAXSEED ADVANCES REASONABLE 


OPINION NO. 2082. 
|. & S DOCKET NOS 114, 114A, 114B, AND 114C. 
(I. C. C. Rep., 25.) 

N THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF FLAXSEED FROM 
MINNEAPOLIS, MINN., AND OTHER POINTS TO 
CHICAGO, ILL., AND OTHER DESTINATIONS. 

Submitted Nov. 3, 1912. Decided Dec. 2, 1912. 


e tariffs under suspension advance the proportional rates on 
flaxseed in carloads from Minneapolis and other points to 
Chicago and other points: Held, That under all the cir- 
cumstances the proposed advancés are just and reasonable. 


W. P. Trickett for Minneapolis Civic & Commerce 
\ssociation. 

R. B. Scott and G. P. Lyman for Chicago, Burlington 
& Quincy Railroad Co. 

W. F. Dickinson and Wallace T. Hughes for Chicago, 
Rock Island & Pacific Railway Co., and St. Paul & Kansas 
City Short Line Railway Co. 

Kenneth Taylor for Minneapolis, St. Paul & Sault Ste. 
Marie Railway Co. 

F. M. Miner for Minneapolis & St. Louis Railroad Co. 

J. G. Morrison for Chicago Great Western Railroad 


J. T. Conley for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

Richard L. Kennedy for Chicago, St. Paul, Minneap- 
olis & Omaha Railway Co., and Chicago & Northwestern 
Railway Co. 

Report of the Commission. 


LANE, COMMISSIONER: 

In this proceeding we have under review the pro- 
priety of advances in the proportional rates on 
flaxseed in carloads from Minneapolis, St. Paul, Duluth, 
and Winona, Minn.,.and La Crosse, Wis., to Chicago, IIl., 
St. Louis, Mo., and other destinations, suspended by the 
Commission in its orders dated May 28, June 6 and June 
°2 to September 28, 1912, and further suspended on Sep- 
tember 16, 1912, to March 28, 1913. 

While numerous schedules have been suspended, the 
rate of chief interest is that applying from Minneapolis 
to Chicago, which has been advanced from 7% to 10 
cents per 100 pounds. Since all of the rates involved are 
based upon this one and are applicable under the same 
conditions, it will be convenient to use it as typical for 
the purpose of this report. The present rate is a propor- 
tional which can be used only upon the surrender to 
the outbound carrier of an expense bill showing the pay- 
ment of an inbound rate of 10 cents or more, which added 
to this 71%4-cent rate protects the through rate of 17% 
cents applying from intermediate territory. For example, 
if the expense bill presented to the outbound carrier 
showed that an inbound rate of only 8 cents had been 
collected, then the 7%4-cent proportional would not apply, 
but the outbound rate would be 9% cents. Practically 
no flaxseed, however, moves into Minneapolis on a rate 
less thap 10 cents, and furthermore the volume of flax- 
seed moving out is so small compared with the amount 
moving in that there are always on hand sufficient in- 
bound expense bills showing a rate of 10 cents or greater 





to cover all the outgoing flaxseed, so that it may be said 
that the 7%-cent proportional applies on all flaxseed 
moving from Minneapolis to Chicago. The proposed ad- 
vance would apply under the same conditions as the 
present rate, except that a paid expense bill of 7% cents 
or greater instead of 10 cents or greater would then be 
sufficient to protect the through rates from intermediate 
points. 


History of the Rates. 


Such proportional rates on flaxseed from Minneapolis 
have been in effect for many years. Prior to Jan. 31, 
1901, the rate to Chicago was 10 cents. On that date it 
was reduced to 8 cents, and a year or two later it was 
further reduced to 7% cents, which rate has been effec- 
tive ever since. There was much controversy at the 
hearing as to the reason for these reductions. The 
complainants offered two explanations. It was stated 
that this reduction was made to take the place of transit 
privileges which had been allowed at Minneapolis in con- 
nection with the through rates to Chicago and which were 
withdrawn just before the 7%4-cent rate was established. 
Further it was stated that water competition via Duluth 
had forced the rail carriers to reduce the all-rail rate to 
the present amount. Respondent’s witnesses expressed 
the opinion that water competition had played little, if 
any, part in the adjustment and that the reduction was 
first made by the Wisconsin Central Railroad Co., whose 
lines did not reach any of the flaxseed-producing territory, 
in an effort to attract part of the all-rail business, and 
that this reduction by one line forced all the other carriers 
to do likewise. It may be said, however, that water com- 
petition was undoubtedly one of the reasons, if not the 
controlling reason, for the making of the reduction, and 
so far as the record shows, this competition is as effec- 
tive to-day as it was in 1902. 

The merits of the proposed advance can be better 
judged after a brief review of commercial conditions in 
the flaxseed industry during the past 10 years. When the 
present rates became effective Chicago was the leading 
flaxseed market of the country. The great bulk of the 
crop was raised in western Iowa and South Dakota, and 
most of it moved through Minneapolis to Chicago by rail 
and lake or all rail. Since that time, however, the field 
of production has gradually moved northward for the 
reason that the crop is raised chiefly from new land. 
To-day the production within the United States is largely 
in North and South Dakota and parts of Minnesota and 
much of the crop does not come to Minneapolis at all 
but is moved from point of production direct to Duluth, 
where it is consumed locally or reshipped to Buffalo, 
N. Y., Chicago or other crushing centers. Furthermore 
the milling of the product no longer centers in Chicago 
but is conducted extensively in Minneapolis itself, as well 
as in Duluth, Buffalo and New York. Formerly practi- 
cally all the flaxseed moving into Minneapolis was later 
shipped out, but as the record shows, at present 85 per 
cent of the flaxseed moving into Minneapolis is consumed 
there by the great crushing plants and only about 15 
per cent moves out. There were no figures offered to 
show the decline in the movement of flaxseed from Min- 
neapolis to Chicago alone, but the decline in the movement 
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from Minneapolis via all lines to all points is shown by 
the following table: 


Shipped from Minneapolis. Bushels. 


5,003,000 
2,609,000 
1,802,000 
1,446,009 
1,088,000 


1908.. 
1909... 


It is evident that since the present proportional] rates 
were introduced, Minneapolis has, to a considerable ex- 
tent, changed from a reshipping to a consuming market 
for flaxseed, and whereas its activity in the flaxseed indus- 
try when these rates were established consisted chiefly 
in selling flaxseed in competition with Duluth, to the Chi- 
cago crushers, its activity to-day consists in competing 
with the Chicago crushers in the manufacture of linseed 
oil and cake. A further change in the flaxseed industry 
in this period has been a very considerable rise in the 
value of flaxseed. We have seen, then, that since these 
rates were established, the movement of flaxseed from 
Minneapolis has fallen off and the value has increased. 

By way of justifying the proposed advances, the re- 
spondents also urged that the present flaxseed rates are 
unremunerative. It was stated that the total movement 
of flaxseed on the Chicago, St. Paul, Minneapolis & Omaha 
Railway between October 1, 1911, and May 12, 1912, 
amounted to 1,178 tons and during this period the damage 
claims on flaxseed amounted to $459.97, or almost 2 cents 
per 100 pounds. No other figures were offered along this 
line but it was stated by several expert witnesses for the 
carriers that the claims for damage to flaxseed were 
greater per bushel than on other grains. Furthermore, 


the Chicago Great Western Railroad, the Chicago, Rock 
Island & Pacific Railway and the Chicago, Burlington & 
Quincy Railroad Cos., which participate in this traffic, do 


not operate lines from Minneapolis to the flaxseed-produc- 
ing territory, so that they must absorb a charge at Min- 
neapolis for switching from the tracks of the inbound 
earrier to their own, which amounts to one-fourth of a 
cent or more per hundred pounds, and at Chicago, if deliv- 
ery is to be made at a warehouse not on the tracks of 
the delivering carrier, it must absorb this switching ex- 
pense, which amounts to 1% cents per 100 pounds. The 
mileage from Minneapolis to Chicago varies from 410 
miles via the Chicago, St. Paul, Minneapolis & Omaha 
Railway to 523 miles via the Chicago, Rock Island & 
Pacific Railway. Using the short-line mileage, the ton- 
mile earnings on the present 7%4-cent rate amount to 3.6 
mills. After the switching charges above described are 
absorbed and allowance is made for damage claims, it will 
be seen that, even over the short line, the margin of 
profit, if any remains, on much of this traffic is very small. 


Flaxseed Hard to Handle. 

The carriers further contended that the present pro- 
portional rates on flaxseed were abnormally low as com- 
pared with the rates on wheat and coarse grain. The 
record shows that flaxseed during the past two years sold 
for more than twice as much per bushel as wheat, three 
to four times as much as barley, and four to five times 
as much as oats, and while it was urged that the price of 
flaxseed during this time had been high owing to short 
crops, it is clear from the record that at all times flax- 
seed brings at least as high a price as wheat and much 
higher than coarse grains. Besides, it was stated by sev- 
eral witnesses for the respondents, and not controverted, 
that flaxseed is more liable to leak than other grains, and 
for that reason a better grade of equipment is required 
for this traffic. Furthermore, the record shows that the 
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volume of this traffic from Minneapolis is small as com- 
pared with the total movement of grain. Exhibits were 
filed by the carriers to show that the rates on flaxseed 
generally are higher than those on coarse grains and at 
least as high, and in some cases higher, than those on 
wheat. Even from Minneapolis to Chicago the local rate 
on flaxseed is 17% cents and on wheat only 15 cents. An 
examination of these exhibits suggests that several of the 
flaxseed rates used for comparative purposes by defend- 
ants are probably paper rates, yet it is apparent that, as 
a rule, the flaxseed rates both loca] and proportional are 
at least as high as the wheat rates, and it is our conclu- 
sion that in view of the relative value, relative risk, and 
relative volume of traffic of flaxseed as compared with 
coarse grain and wheat the flaxseed proportionals from 
Minneapolis may properly be as high as those on wheat. 


The complainants have urged that Minneapolis is still 
active in the merchandising of flaxseed and that this 
branch of its industry will be ruined if the proposed ad- 
vances are allowed, since the Chicago crushers and others 
who might buy the seed at Minneapolis could get it cheaper 
by purchasing at the point of production and shipping 
direct to their crushers at the through rate. To this the 
carriers reply that Minneapolis will still have the altern- 
ative of shipping by rail and lake via Duluth to Chicago 
at a rate approximately the same as the present propor- 
tional. As we have seen, only about 15 per cent of the 
flaxseed moving into Minneapolis is merchandised out and 
part of this now moves via rail and lake. It does not 
appear what part now moves all rail to the points herein 
involved, but it is apparent that the volume of flaxseed 
merchandised from Minneapolis that moves under the 
rates now in question is comparatively small. This traffic, 
of course, however small, is entitled to a reasonable rate, 
but its alleged necessities can not be urged as a reason 
why the carriers should be required to maintain rates 
which were established to meet other conditions and which 
we find to be unduly low to-day. 


Advances Considered on Merits. 


It appears that perhaps the chief reason why Min- 
neapolis shippers have objected to these advances is not 
because of the advances on flaxseed considered by them- 
selves, but because it is feared they would furnish a justi- 
fication for advancing the rates on flaxseed products. At 
the hearing a witness stated that a representative of one 
of the carriers had told him that the present advances 
were to be used to justify advances to be attempted in 
the rates on linseed oil. Since complaints were filed 
against the advances now in question, the rates on lin- 
seed oi] from Minneapolis have also been advanced, are 
now under suspension, and will be considered in Investi- 
gation and Suspension Docket 124. In passing upon the 
proposed advances on flaxseed, we have not been influ- 
enced at all by considering what effect, if any, these 
advances might have on the rates on flaxseed products, 
but have considered the reasonableness of the advances 
herein involved solely on their own merits. When we 
come to consider the proposed advances on linseed oil, 
needless to say we shall not be influenced by any pretexts 
that may be offered to justify them, but if it be shown 
that the advances on flaxseed which we find herein to 
be reasonable tend to justify corresponding advances in 
linseed-oil rates, due weight will be given to that con- 
sideration. It would seem, however, that the manner of 
shipment, the tonnage, and the value, as well as the 
commercial conditions affecting the shipment of the two 
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commodities from Minneapolis, are so different that the 
two classes of rates have no necessary relation to each 
other. 

We are of the opinion that the carriers have fairly 
sustained the burden of showing that the advanced rates 
proposed in the suspended tariffs involved herein are, 
upon the whole, just and reasonable, and we find no undue 
discrimination against Minneapolis. The order suspending 
the advances will be vacated and the suspended tariffs 
allowed to take effect. 





ORDER. 


It appearing, That the Commission, by orders dated 
May 28, June 6 and June 22, 1912, entered upon an inves- 
tigation concerning the propriety of proposed advances 
in rates by the carriers herein for the transportation of 
flaxseed in carloads from Minneapolis, Minn., and other 
points to Chicago, Ill., St. Louis, Mo., and other points, 
contained in the following schedule, to wit: Chicago, 
Burlington & Quincy Railroad Co. Supplement No. 5 to 
c. B. & Q., I. C. C. No. 10443, on pages 6 to 9 inclusive 
thereof, in item 50-E; Chicago, Burlington & Quincy Rail- 
road Co., C. B. & Q., I. C. C. No. 10582, on page 3 thereof; 
Chicago Great Western Railroad Co., C. G. W., I. C. C. 
No. 4860, on page 6 thereof, in item No. 14, and pages 7, 
8 and 9 thereof; Chicago Great Western Railroad Co., 
Cc. G. W., L Cc. C. No. 4864, on title page thereof, the pro- 
vision reading, “cancels I. C. C. No. 4786,” in so far as said 
provision cancels rates as set forth in item No. 10 of such 
tariff, and on page 2 thereof, the provision in item No. 1 
reading: “Rates Canceled’”—‘“Local rates named in items 
Nos. 7, 8, 9 and 10,” in so far as same cancels rates named 
in item No. 10 of I. C. C. No. 4786, Chicago Great 
Western Railroad Co., Supplement No. 9 to C. G. W., 
I. C. C. No. 4821, on page 4 thereof, the character 24 in a 
circle set opposite to rate in column under caption read- 
ing: “Flaxseed and articles taking same rates,” etc.; 
Chieago Great Western Railroad Co. Supplement No. 16 
to C. G. W., I. C. C. No. 4633, item Nos. 8 and 3-D, on 
page 4 thereof; Chicago, Rock Island & Pacific Railway 
I. C. GC. No. C-9303, on page 8 thereof, in item No. 65; 
Chicago, Rock Island & Pacific Railway Supplement No. 
11 to I. 'C. C. C-8905; on page 4 thereof, in item 35-D, in so 
far as the rates applicable from St. Paul, Minneapolis and 
Minnesota Transfer, Minn., to Cairo, Thebes, and Brook- 
port, Ill., on flaxseed; Chicago, Rock Island & Pacific 
Railway Supplement No. 66 to I. C. C. C-7692, on page 4 
thereof, the rates applicable on flaxseed, etc., carloads, 
from St. Paul, Minneapolis and Minnesota Transfer, Minn., 
when originating at points beyond; Chicago, Milwaukee 
& St. Paul Railway Supplement No. 3 to C. M. & St. P., 
I. C. C. No. B-2430, on page 2 thereof, in item 1-B, rates 
applicable on flaxseed, etc., from St. Paul, Duluth, Winona, 
Minn., and La Crosse, Wis.; Chicago, Milwaukee & St. 
Paul Railway Supplement No. 1 to C. M. & St. P., I. C. C. 
No. B-2460, on title-page thereof, in item 1-A; Chicago, 
St. Paul, Minneapolis & Omaha Railway Supplement No. 
5 to I. C. C. No. 3774, on page 4 thereof, in item 1-B, rate 
set forth in column under caption reading “Flaxseed,” etc.; 
Chicago, St. Paul, Minneapolis & Omaha Railway I. C. C. 
No. 3819, on page 3 thereof, the rates as set forth in col- 
umn under caption reading “Flaxseed”; Chicago, St. Paul, 
Minneapolis & Omaha Railway I. C. C. No. 3820, on page 
7 thereof, in item 5, under caption reading “Flaxseed,” 
ete.; The Minneapolis & St. Louis Railroad Co. I. C. C. 
No. B-26, on page 4 thereof, rates applicable on flaxseed, 
ete., under caption reading: “From Minneapolis, Minne- 
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sota Transfer and St. Paul, Minn.,” applying only on ship- 
ments originating beyond; Minneapolis, St. Paul & Sault 
Ste. Marie Railway Supplement No. 4 to M. St. P. & 
S. Ste. M., I. C. C..No. 2680, on page 4 thereof, in item 
No. 1%; Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Supplement No. 2 to M. St. P. & S. Ste. M., I. C. C. 
No. 3016; Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way, M. St. P. & S. Ste. M., I. C. C. 3107, on second page 
thereof, the rates set forth in columns under the captions 
“Group 2”; Chicago, Rock Island & Pacific Railway I. C. C. 
No. C-9320, page No. 17 thereof, set forth in the column 
bearing the caption: “Flaxseed See Item No. 140,” in so 
far as said rates apply on flaxseed, in carloads, from St. 
Paul, Minneapolis and Minnesota Transfer, Minn., to 
Brookport, Ill., Cairo, Ill., and Thebes, Ill.; The Minneap- 
olis & St. Louis Railroad Co. I. C. C. No. B-33, and or- 
dered that the operation of said schedules be suspended 
until September 28, 1912, and subsequently continued said 
suspension to March 28, 1913; and that by order dated 
September 16, 1913, the Commission entered upon an in- 
vestigation concerning the propriety of the proposed ad- 
vances of said commodity contained in Supplement No. 6 
to Minneapolis, St. Paul & Sault Ste. Marie Railway tariff, 
I. C. C. No. 2680, on page 4 whereof in Item No. 1%4-A, 
and ordered suspension of said schedule until Jan. 25, 1913; 

It further appearing, That a full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That the orders of the Commission 
suspending until the 25th day of January and the 28th 
day of March, 1913, the operation of the said schedules 
contained in said tariffs be, and they are hereby, vacated 
and set aside as of date Jan. 25, 1913. 

It is further ordered, That a copy hereof be forthwith 
served upon the carriers defendants herein and named 
in said orders of suspension, and that a copy hereof be 
filed with said tariffs in the office of the Commission. 


COPPER CAN STAND HIGH RATE 


OPINION NO. 2086 

(25 I. C. C. Rep., P. 357.) 
MICHIGAN COPPER & BRASS CO. ET AL. VS. DULUTH, 
SOUTH SHORE & ATLANTIC RAILWAY CO. ET AL. 


Submitted Oct. 26, 1912. Decided Dec. 2, 1912. 

The defendants maintain an all-rail rate on refined copper from 
points in the upper peninsula of Michigan to New York that 
is 3 cents per 100 pounds higher than the all-rail rate from 
the same points to Detroit, Mich. The complainants allege 
that this differential is unduly low and that the all-rail rate 
of 32% cents to Detroit is unreasonable. Held: 

1. That the rate to Detroit is unjustly discriminatory as com- 
pared with the rate to New York City; that the defend- 
ants subject the complainants and the locality of Detroit 
to undue and unreasonable prejudice and - disadvantage; 
and that for the future the differential should be less than 


10 cents. 
2. That the rate to Detroit is not, under the present conditions, 


unreasonable. 

Hal H. Smith for complainants. 

A. E. Miller for Duluth, South Shore & Atlantic Rail- 
way Co.; Mineral Range Railroad Co., and Copper Range 
Railroad Co. 

W. C. Rowley and D. P. Connell for New York Central 


lines. 
George C. Conn for Pere Marquette Railroad Co. and 


receivers. 
J. M. Davis for Chicago, Milwaukee & St. Paul Railway 


CASE NO. 4757 


Co. 
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William H. Collin, Jr., O. E. Butterfield and Clyde 

Brown for Michigan Central Railroad Co. 
Report of the Commission. 
MEYER, Commissioner: 

The complainants, the Michigan Copper & Brass Co. 
and the Detroit Copper & Brass Rolling Mills, both located 
at Detroit, Mich., are manufacturers of copper and brass 
products, consisting of copper, brass and bronze sheets, 
rods, wires, tubes, bars and plates. The raw material used 
by them is refined copper and spelter and their complaint 
alleges that the differential of 3 cents per 100 pounds 
between the all-rail rates on refined copper from points 
in the upper peninsula of Michigan to Detroit and to New 
York, N. Y., constitutes an unjust discrimination against 
Detroit and places complainants at an undue disadvantage 
in competition with similar manufacturers located at east- 
ern points; it also puts in issue the reasonableness of 
the all-rail rate of 32% cents on refined copper from points 
in the upper peninsula to Detroit. 

The complainant’s competitors are located mainly in 
the Naugatuck Valley at Bridgeport, Ansonia, Waterbury, 
Farmston and Torrington, Conn. From 60 to 70 per cent 
of the total production of copper and brass products in 
the United States is manufactured at these points. The 
remainder of the production is scattered, the principal 
mills being at Rome and Buffalo, N. Y., New York City, 
Hastings-upon-Hudson, Perth Amboy, N. J., Pittsburgh, Pa., 
Kenosha, Wis., and those of the complainants at Detroit. 
These several mills sell their goods in competition at all 
points in the United States, the main points of consump- 
tion being in the eastern and central territories. 

Raw copper ore is mined in three great fields, the 


Montana, Arizona and Michigan upper peninsula fields. 
Upper peninsula copper is refined almost entirely at upper 


peninsula points. Of the western copper mined in the 
Montana field, a part is refined at Great Falls and Black 
Eagle, Mont., and a considerable portion comes East to 
refineries located at Perth Amboy, N. J., Chrome, N. J., 
and Laurel Hill, L. I. The Arizona copper is brought East 
and refined at Baltimore, Md. There is also a refinery at 
Tacoma, Wash., where copper from British Columbia is 
sent. 

Refined copper is generally denominated either lake 
or electrolytic, dependent upon whether it is refined by 
the ordinary smelter or the electrolytic process, respect- 
ively. The upper peninsula copper is refined by the 
smelters and is used in the manufacture of all of com- 
plainants’ products. Electrolytic comper is refined largely 
at eastern refineries and is employed for the same pur- 
poses as lake copper, but on account of its greater con- 
ductivity is more extensively used in the manufacture of 
copper wire. 

Consumption of Copper. 

The complainants use every year approximately 40,- 
000,000 pounds of refined copper. The total annual con- 
sumption at Detroit is over 53,000,000 pounds, or approxi- 
mately 1,100 cars of an average tonnage of 24.1 per car. 
This copper comes to Detroit from upper peninsula, Mon- 
tana, and eastern refineries. Statements prepared by com- 
plainants show the following receipts of copper, in pounds: 


Western Copper from Copper from Upper Eastern 
Montana Refineries Peninsula of Michi- Copper 
and Tacoma. gan Refineries. from 


Eastern 
Rail-and- Refineries. 
All-Rail. Water. All-Rail. 
4,097,587 6.789.998 1,661,288 17,620,896 
5,702,791 7,113,007 2,872,945 


14,632,776 
10,409,491 110,186 3,356,723 1,736,655 


Rail-and- 
Water. 
6,892,187 

10,648,837 


3,503,494 


Year. All-Rail. 


June 1).. 
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The amount shipped to other consumers in Detroit 
is not shown by the record. The comparatively large ship- 
ment of all-rail copper from the upper peninsula during 
the first five months of 1912, is probably to be accounted 
for by the fact that the closed season of navigation on 
the lakes, December 1 to March 31, comes at this time, 
during which period shipments of copper are made all-rail. 
The above table shows that during the two and a half 
years indicated the complainants received from upper 
peninsula and western refineries a total of 28,100,825 
pounds of copper all-rail, and 35,057,000 pounds by rail- 
and-water. Their total all-rail shipments, including those 
from eastern refineries, were 62,091,152 pounds. From 
upper peninsula points alone complainants’ shipments, dur- 
ing these two and a half years, amounted to 7,890,956 
pounds all-rail, and 21,044,518 by boat, a total movement 
of 28,935,474 pounds. 

Only the movement of upper peninsula copper by rail 
is directly concerned in this case, and it is limited to the 
season during which navigation is closed on the great 
lakes, December 1 to March 31. Such movement to De- 
troit is via several routes. The Mineral Range and the 
Duluth, South Shore & Atlantic Railway Co. handle the 
traffic to Mackinaw City, Mich., the first-named road haul- 
ing it but a short distance. At Mackinaw City it is taken 
by the Michigan Central Railroad Co. or by.the Pere 
Marquette Railroad Co. and the Grand Rapids & Indiana 
Railway Co. to Detroit. The Mineral Range connects with 
the Duluth, South Shore & Atlantic at Houghton, Mich. 
This movement is intrastate. The Mineral Range Rail- 
road, however, connects with the Chicago, Milwaukee & 
St. Paul Railway Co. at Champion, Mich., and through 
rates from Mineral Range points to Detroit are also pub- 
lished for the interstate route via the Chicago, Milwaukee 
& St. Paul and carriers connecting with that line at Mil- 
waukee, Wis., and Chicago, Ill. Copper originating on 
the Mineral Ridge Railroad destined all-rail to New York 
moves only by the latter route. The Copper Range Rail- 
road Co. delivers all of its all-rail shipments of copper 
to the Chicago, Milwaukee & St. Paul at McKeever, Mich., 
whence they move via Milwaukee or Chicago to Detroit 
and New York. 

The joint rate on all-rail shipments of copper from 
upper peninsula points to Detroit, during the season of 
closed navigation is 32% cents, effective over either the 
intrastate route via Mackinaw City or the interstate route 
via Chicago or Milwaukee. The joint all-rail rate from 
the same points to New York and points taking the New 
York rate, such as Perth Amboy, N. J., Newark, N. J., 
Jersey City, N. J., Rome, N. Y., and Hastings-upon-Hudson, 
N. Y., is 35% cents. The summer all-rai] rates, effective 
April 1 to November 30, are 25% cents to Detroit and 
28% cents to New York and points taking the New York 
rate. The low differential of 3 cents between the rate 
to Detroit and the rate to New York is the gist of this 
complaint. 

Routes and Distances. 


The following table shows the distances, in miles, 
from copper-producing points on the lines of the Mineral 
Range and Copper Range railroads to Detroit and to New 
York: 

DISTANCES TO DETROIT. 


Via Via Milwaukee 
Mackinaw. and Leena. 
6 


Via 
From— Chicago. 

Houghton, 682 

Dollar Bay, 1} 

Lake Linden. 

Hancock, Mich. 
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DISTANCES TO NEW YORK. 


Houghton, Mich......... 1,230 1,359 1,322 
Dollar Bay, Mich....... 1,235 1,364 1,327 
Lake Linden, Mich..... 1,241 1,370 1,333 
Hancock, Mich. ....... 1,231 1,360 1,323 


Another available route to Detroit and New York is 
via Milwaukee, the Grand Trunk Railway system and 
Grand Haven, Mich. This route is 67 miles shorter than 
that via Milwaukee and Ludington,.but the Grand Trunk 
is not named as a defendant in this proceeding. The 
difference in the distance to Detroit and to New York 
ranges from 640 to 693 miles, according to the route taken. 
For this additional haul the freight charge is increased 
by but 3 cents. During the years 1890 to 1899 ‘the spread 
between the Detroit and New York rates ranged from 
10 to 18% cents; after 1899 it gradually contracted to 
» cents between the years 1903 to 1906 and 3 cents at 
the present time. Complainants’ competitors at Connecti- 
cut points in the Naugatuck Valley pay a rate of 2 cents 
higher than the rate to New York. 

During the open season of navigation copper from 
the upper peninsula refineries moves over a lake-and-rail 
route to Detroit and New York. The lake-and-rail rate 
to Detroit is 8 cents and to New York 18 cents. As 
shown by the statement before given, the movement of 
copper to Detroit via lake-and-rail is greatly in excess of 
the movement all-rail; in fact, 21,044,518 pounds of the 
total of 28,935,474 pounds that moved during the two and 
one-half years indicated were transported lake-and-rail. 
It appears from the testimony that the cost of copper is 
comparatively High and purchases are made in cash, and 
that consequently complainants were not able to store 
a large quantity for winter use, but were obliged to 
receive the balance of 7,890,956 pounds by the all-rail route 
during the winter months. 


Effect of Differential on Cost. 


The complainants contend that the differential of 3 
cents between the rate from the upper peninsula to De- 
troit and the rate from the same region to New York 
directly affects the cost of the lake copper bought by 
them. All refined copper is purchased at a price per 
pound delivered in. New York. The purchaser in Detroit 
deducts from his invoice the difference between the rate 
from origin to Detroit and the rate from origin to New 
York. During the summer period the differential between 
the rates for the rail-and-water route to Detroit and New 
York is 10 cents, and consequently Detroit enjoys a cor- 
responding advantage over New York in the prices paid 
for lake and western copper, but during the winter 
months, when the differential is but 3 cents, New York 
buys its copper at a price but very little higher than that 
which complainants at Detroit must pay. For example, 
under the all-rail differential of 3 cents per 100 pounds, 
upper peninsula copper at the New York price of 17 cents 
per pound costs the Detroit consumer that price less 
such differential, or 16.97 cents per pound, as against 17 
cents per pound to the New York consumer, whereas, 
under the rail-and-water differential of 10 cents the same 
copper at 17 cents per pound costs the Detroit consumer 
16.90 cents per pound as against 17 cents to the New York 
consumer. ; 

It appears that electrolytic copper refined in the East 
is sold at a fraction less than lake copper refined in the 
upper peninsula. For example, when lake is 17 cents, New 
York electrolytic will be 16.87. This price, plus freight 
from the eastern refineries to Detroit, 16 cents per 100 
pounds, makes the Detroit electrolytic price 17.03, or a 
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fraction more to the Detroit purchaser than the lake cop- 
per at 17 cents is to the eastern purchaser. It will be 
noted that in the case of electrolytic copper eastern man- 
ufacturers are given the advantage of their location close 
to the eastern refineries, while Detroit manufacturers 
are denied the advantage which their location close to 
the upper peninsula should give them in reference to 
copper originating there. 


Elements of Competition. 


The products of the mills move on third or fourth 
class rates, and the rates from the Detroit and the eastern 
mills, where no factor of water competition is presented, 
are related approximately as is the mileage therefrom. 
The complainants assert that, because of the rate situa- 
tion of which they complain, their business has been con- 
tracted more and more every year to a more limited 
territory, and that in the eastern markets it is almost 
impossible for them to compete with eastern producers. 

Considerable testimony was received in regard to the 
rates on copper from Montana and western smelters to 
Detroit and New York. The differential between the 
rates to Detroit and to New York from Black Eagle, 
Anaconda and Butte, Mont., Tacoma, Seattle and Everett, 
Wash., and Grand Forks, British Columbia, is in each case 
3% cents. This differential determines to Detroit pur- 
chasers the price of copper originating at these points 
in the same manner as the differential of 3 cents does in 
the case of copper originating at upper peninsula points. 
The rates from these western points to New York are 
based on the rate of 50 cents per 100 pounds from Ana- 
conda and Butte, Mont., to New York. The defendants 
claim that this rate is very low, and allege that it is 
due to the competition of Arizona and Mexico copper at 
New York, which enjoys a low combination rail-and-water 
rate of 50 cents per 100 pounds, via Gulf ports. Conse- 
quently it is asserted that Detroit mills have to deal with 
competitors who secure their raw material by water. 

The tariffs filed with the Commission do not show a 
flat 50-cent rate from Arizona to New York via rail-and- 
water. There are no joint through rates via either all- 
rail or railand-water, and in the absence thereof the 
combination on El Paso, Tex., applies. Via rail-and-water 
the current rates are as follows: 


Cents 
A. i. a Pn, 55% dlw.e 6a:b om» 0.0-0-bm mean’ eblbmie ea eae 1 
ee eh.” Fa ee “TA. ks Sho viene 6 bac cdi dae cad dee cae tee 30 
. AES Se EL cba en oh Orass'ee 45's6 6 a weee eae Coen ese ees 45 
ee. ee, : Be: TS a gos ees Ris 0 ese ss 0050) ne eES 17% 
RS RK RI Ot ae Saree me 30 
ted ooh inne hee tower abe eked oS 6 Oa Rb Ree beael rane ska 47% 
ia hate. “te Se DD, 562, ocaneig nincaseeisanpeavedah cae 36 
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The all-rail rate from El Paso to New York is 35 
cents, making the current all-rail rates from Arizona points 
5 cents higher than the rail-and-water rates. 

The 50-cent rate from Butte and Anaconda is divided 
70.5 per cent west of Chicago and 29.5 per cent east of 
Chicago, deducting 25 cents per ton taken by the initial 
carrier before delivery to the transcontinental line. This 
makes the division from Chicago to New York 13% cents. 
The division received by carriers east of Chicago of the 
rate on copper from upper peninsula to New York is 
also 13% cents. Witnesses for defendants testified that 
of the rate to Detroit, the division taken by carriers east 
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of Chicago is 10% cents, both in the case of copper 
emanating from Montana and that coming from the upper 
peninsula. 

Montana Situation Does Not Apply. 

We do not believe that the Montana rate situation has 
any application to the present case. The lowest all-rail 
rate on refined copper from Montana points to New York 
is 50 cents, or 14% cents higher than the rate from the 
upper peninsula to New York, and it is apparent, we think, 
that the latter rate is not forced down to its present level 
by competitive rates from Montana. 

It is evident that the complaint is mainly directed 
against the rates on upper peninsula copper. The recogni- 
tion upon the part of the carriers themselves of a dif- 
ferential of 10 cents in favor of Detroit in the present 
lake-and-rail rates on refined copper and the existence of 
a differential of 13% cents to 10 cents from 1890 to 1899 
on the all-rail rates are suggestive of the reasonableness 
of a higher differential than the one against which this 
complaint is directed. 

In the light of the entire situation as disclosed by the 
record, we are of the opinion that the defendants in main- 
taining the differential of 3 cents per 100 pounds between 
the all-rail rates on refined copper from points in the 
upper peninsula of Michigan to Detroit, Mich., and New 
York, N. Y., and points taking the latter rate, subject the 
complainants and the locality of Detroit to undue and 
unreasonable prejudice and disadvantage. We further find 
that the present rate on refined copper from such points 
to Detroit is unjustly discriminatory as compared with 
the rate to New York and that for the future the dif- 
ference between the rates from such points to Detroit and 
to New York should not be less than 10 cents per 100 
pounds. 

Differential! Constitutes Handicap. 

Considering the facts before us, it is apparent that 
it is the differential rather than the absolute level of the 
rate of 33% cents to Detroit, which is also attacked in 
this proceeding, to which must be attributed the cause of 
the handicap against which the Detroit complainants pro- 
test. These copper-producing points of the upper penin- 
sula all lie north of the 46th parallel of latitude, in a 
projection of land into Lake Superior comprised of Hough- 
ton and Keweenaw counties. The Mineral Range and 
the Copper Range are short lines connecting with the 
Duluth, South Shore & Atlantic and the Chicago, Mil- 
waukee & St. Paul, respectively, at points already indi- 
cated. The Mineral Range operates a total mileage of 
182.01 miles and is closely affiliated with the Duluth, 
South Shore & Atlantic. The Copper Range operates a 
total mileage of 152.93 miles. The Duluth, South Shore 
& Atlantic Railway extends from Duluth, Minn., through 
northern Wisconsin and the upper peninsula of Michigan, 
to Sault Ste. Marie and the Straits of Mackinaw. 

These three originating carriers operate in a sparsely 
settled territory. The climatic conditions are extremely 
unfavorable during the winter months, and the general 
result of operation has fallen below an acceptable rate 
of return. Copper is a high-price, valuable commodity, 
which, on the basis of long-established and well-recognized 
principles of rate making, should bear a rate correspond- 
ing to its proper place in a classification of commodities. 
Both on account of the relative lack of financial prosperity 
of the initial carriers and the ability of copper to bear 
the rate, we cannot, under the present conditions, find 
the rate under attack unreasonable in itself. 

An order in accordance herewith will be issued. 
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ORDER. 


1. This case being at issue upon complaint and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission hav- 
ing, on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby made a part hereof, and having found 
that the present relation of rates of defendants for the 
all-rail transportation of refined copper in carloads from 
copper originating points on the lines of defendants in 
the northern peninsula of Michigan, particularly from 
Houghton, Hancock, Lake Linden and Dollar Bay, to 
Detroit, Mich., as compared with the rates contempora- 
neously charged for the all-rail transportation of the same 
commodity from the same points of origin to New York, 
N. Y., and points taking the New York rate, gives undue 
and unreasonable perference and advantage to said New 
York and points taking the New York rate, and to the 
shippers thereat, and subjects the complainants, the said 
city of Detroit, and shippers thereat, to undue and un- 
reasonable prejudice and disadvantage in respect to such 
traffic, in violation of the Act to regulate commerce; 

2. It is ordered, That the above-named defendants, 
according as they participate in the transportation, be, 
and they are hereby, required to cease and desist, on or 
before March 1, 1913, and for a period of two years there- 
after abstain, from charging, demanding, collecting, or 
receiving for the all-rail transportation of refined copper 
in carloads from the said points of origin in paragraph 1 
hereof, to Detroit, Mich., any rate which is not at least 
10 cents per 100 pounds less than the rate contempo- 
raneously maintained by them and applied to the all-rail 
transportation of refined copper in carloads from said 
points of origin to New York, N. Y., and points taking the 
New York rate. 

3. It is further ordered, That said defendants, ac- 
cording as they particpiate in the transportation, be, and 
they are hereby, notified and required to establish, on 
or before March 1, 1913, upon notice to the Interstate 
Commerce Commission and the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of two years after said March 1, 1913, to maintain 
and apply to the all-rail transportation of refined copper 
in carloads from said points of origin named in paragraph 
1 hereof to Detroit, Mich., a rate which shall be at least 
10 cents per 100 pounds less than the rate contempora- 
neously maintained by them and applied to the all-rail 
transportation of refined copper in carloads from the said 
points of origin to New York, N. Y., and points taking 
the New York rate. 


RATE AND MINIMUM REASONABLE 


CASE NO. 4277 OPINION NO. 2089 


(25 I. C. C. Rep., P. 368.) 
LINDSAY BROTHERS VS. PERE MARQUETTE RAIL- 
ROAD CO. 
Submitted July 30, 1912. Decided Dec. 2, 1912. 


Defendant’s rate and minimum weight provided for the trans- 
portation of sleighs in carloads from Wayne, Mich., to 
Milwaukee, Wis., not shown to have been unreasonable or 
unduly discriminatory. Complaint dismissed. 


H. F. Lindsay for complainant. 
John C. Bills for defendant. 
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Report of the Commission. 


BY THE COMMISSION: 

Complainants, a «@opartnership engaged in selling 
vehicles at Milwaukee, Wis., allege in a petition, filed 
luly 31, 1911, that the rate of 27 cents per 100 pounds 
for the transportation of sleighs in carloads, from Wayne, 
Mich., to Milwaukee, and the minimum carload weight 
of 11,000 pounds for 36-foot cars, with a graduated scale 
for ears larger, are unreasonable and unduly discrimina- 
tory. Reparation and the establishment of a lower rate 
and lower minima for the future are asked. 

The basis of the complaint against the rate of 27 
cents is that it is unreasonable as compared with the pro- 
portional rate of 16 cents from Wayne to Milwaukee when 
the shipments are destined to points in interior Wisconsin. 
The minima prescribed in the tariffs of the defendant 
are objected to upon the ground that the nature of the 
shipments is such that they cannot be loaded to the 
weights prescribed as minima for the various sizes of 
cars. 

The dimensions of the sleigh when crated are 3 feet 
7 inches wide, 4 feet 3 inches high, and 5 feet 9 inches 
long, occupying a space of 87.5 cubic feet. The package 
weighs 200 pounds, or about one-half the weight of a 
wheeled vehicle. The dimensions of defendant’s 36-foot 
car are 36 by 8.5 by 8.5 feet, making 2,601 cubic feet. It 
is stated that about 7,000 pounds can be loaded in a car. 
A carload of sleighs is worth from $400 to $600. 

The tariffs prescribe that upon a shipment such as is 
here involved from Wayne to Milwaukee, the minimum 
on a 36-foot car is 11,000 pounds, and upon shipments from 
Wayne to certain points in interior Wisconsin the mini- 
mum is 14,000 pounds to Milwaukee and 20,000 pounds 
beyond. 

Various light and bulky articles which cannot be 
loaded heavily are given the lowest minimum contained in 
the particular carriers’ tariffs. Defendant asserts that 
this practice is known as the principle of the least mini- 
mum, and applies universally; that the least minimum 
in official and western classification is 10,000 pounds and 
in the southern is 8,000 pounds; that the principle is due 
to the impossibility of adjusting rates and minima with 
exactness to the many articles of every classification 
group, such as vehicles, furniture, cans and boxes. 


Complainant gives prominence to the fact that strong 
market competition exists in what it designates as its 
sales territory in interior Wisconsin on account of ship- 
ments made direct from manufacturing points in central 
freight association territory and from the products of 
local factories. Commercial conditions may be considered 
in connection with other factors that determine the reas- 
onableness of a particular rate, but the adequency of the 
revenue for the service performed by the carriers must 
take precedence over market conditions affecting the 
commodity transported. The testimony shows that from 
Wayne to the points mentioned by complainant as taking 
lower rates than Milwaukee the total charge per car of 
the size employed for the shipments involved was sub- 
stantially greater than the charge per car to Milwaukee 
when based upon the established minima. The rate from 
Wayne to Milwaukee is 27 cents, minimum 11,000 pounds on 
36-foot car and 12,320 pounds on 40-foot car, making the 
charge per car $29.70 and $33.26, respectively. The propor- 
tional rate from Wayne to Milwaukee is 16 cents, minimum 
14,000 pounds for 36-foot car and 18,200 pounds for 40-foot 
car, to which is added the local rate from Milwaukee to 
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destination, based upon a minimum of 20,000 pounds for 
car of either size. Defendant shows that the charges per 
car from Wayne to the following points are as follows: 


Destination, 36-Foot 40-Foot 
Car. Car. 

Plymouth, Wis ......... Osh ot cepnw een $34.40 $41.12 
Es SPEIEL. . sc in'stwwene 6 bes > is 4 Sosa. 39.12 
. CUES bee oa 6k th absacs vers Houwak een 36.40 43.12 
DEO. Sa PS anccce seiseeccgunneed 36.40 43.12 
PE SSP U apis eos bse ure wees -- 34.40 41.12 
ei err ee .- 32.40 39.12 
Schleisingerville, Wis. ..........-eeseee- 36.40 43.12 
CRORE, | ES on nctctesceentresenen 34.40 41.12 
SO. UE dad sr awn cdvccvacenecs on 38.40 45.12 
SS ar arr re 45.12 
TE FOO. Pe ns ccc ac acer vc vens epusies 32.40 39.12 
Te! rr a err 45.12 
0 ae PS OS, errr err 45.12 
Wramele Creek, Withics ccc ccccvscesesncesss 32.40 39.12 
CREE, | on oe bese ss oce senshi eeness 34.40 41.12 
SR, TGR, bn bain o < Vieeiv cian 6 9an sateen esas 35.40 42.12 
SE. WOU. bine ceccedscdasnedhins tease 34.40 41.12 


The distance from Wayne to Milwaukee is 328 miles, 
including the car-ferry service of 100 miles across Lake 
Michigan. The defendant claims that it pays the Michi- 
gan Central Railroad Co. $4.40 per car for originating the 
traffic, $7.50 to the car ferry, and approximately $4.50 to 
the Chicago, Milwaukee & St. Paul Railway Co. for deliv 
ery, leaving $13.30 for the haul from Wayne to Ludington. 
On the through shipments to points in interior Wisconsin 
defendant stated that the Chicago, Milwaukee & St. Paul 
Railway Co. made no terminal charge. The factory from 
which the shipments were made is located on the Mich- 
gian Central, which road has a rate of 28% cents on sleighs 
from both Wayne and Jackson, Mich., to Milwaukee, hav- 
ing the same minimum as the defendant. Complainant 
offered some comparisons of carload charges for 50-foot 
cars from Wayne to Milwaukee with those from Wayne to 
points in interior Wisconsin that show higher charges to 
Milwaukee for the shorter haul, but it does not appear 
that the charges on any of the shipments upon which 
reparation is asked were higher to Milwaukee than to 
points beyond. 

Upon the record it is our conclusion that the rate and 
minimum weights as applied to the shipments here in- 
volved have not been shown to be unreasonable or unduly 
discriminatory. However, the fact that the present basis 
for rates to points beyond Milwaukee in some instances 
results in lower per-car charges to interior Wisconsin 
points than applicable on shipments to Milwaukee sug- 
gests the necessity for some readjustment by defendant 
in order to avoid a violation of the fourth section of the 
act. 

An order will be entered dismissing the complaint. 


BARRELS TAKE 12,000-LB. MINIMUM 


OPINION NO. 2091 
25 I. C. C. Rep., P. 372.) 
PADUCAH COOPERAGE CO. VS. ILLINOIS CENTRAL 
RAILROAD CO. 
Submitted April 25, 1911. Decided Nov. 11, 1912. 


Minimum weight of 20,000 pounds applicable to shipments of bar- 
rels in carloads from Paducah, Ky., to New Orleans, La, 
found to have been unduly discriminatory to the extent 
that it exceeded 12,000 pounds, subject to Rule 24-C of South- 
ern Classification. Reparation awarded. 


CASE NO. 3702 


Emerson Bentley for complainant. 
Frank W. Gwathmey and Hunter C. Leake for de- 
fendant. 


Report of the Commission. 


BY THE COMMISSION: 
Complainant is a corporation engaged in the manu- 
facture of cooperage at Paducah, Ky. Its petition, filed 
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Dec. 12, 1910, alleges that, owing to the application of an 
excessive minimum weight, unreasonable and unduly dis- 
criminatory charges were exacted for the transportation 
of 11 carloads of empty oil barrels which moved during 
April and May, 1910, from Paducah, Ky., to New Orleans, 
La. Reparation is asked. 

The rate for the transportation of oil barrels in car- 
New Orleans 24 cents per 
100 pounds, and the minimum weight 20,000 pounds for 
subject to Rule 24-C of the Southern Clas- 
which 


loads from Paducah to was 


36%-foot cars, 


sification, provides for a graded increase in the 


minimum on larger cars. The minimum applicable to 
the same kind of traffic from Memphis, Tenn., to New 
Orleans was 12,000 pounds, subject to Rule 24-C, and the 


rate 20 cents. The rate from Memphis is now, and since 


June 5, 1911, has been, 25 cents, with 
pounds. The record clearly discloses and defendant ad- 
that impossible to load 20,000 pounds of oil 
barrels into a standard 36-foot car, and that a reasonable 
minimum 
pounds. 


a minimum of 12,000 


mits it is 


weight for this class of traffic would be 12,000 
basis of a 
rate of 24 cents. Under 
the rate and minimum applied the revenue per car from 
Paducah to New Orleans, 550 miles, was $48. 
rate with a minimum of 12,000 pounds the 
would be $28.80 


tance of 395 miles, 


Complainant seeks reparation upon the 


12,000-pound minimum and the 
At the same 
carload revenue 
From Memphis to New Orleans, a dis- 
the rate of 20 cents, with the minimum 
of 12,000 pounds, made the yield $24 per car. 

During the past, in the establishment of carload rates, 
it has been the practice of carriers in some cases to name 
a comparatively low rate and an unusually high minimum 
as a basis for computing carload charges. It appears that 
in this case the minimum of 20,000 pounds was prescribed 
arbitrarily, or without regard to the physical capacity 
of the car, for the purpose of protecting the carrier from 
movement. It will 
be noted that the rate from Paducah was but 4 cents per 
100 pounds higher than from Memphis. To accord com- 
plainant the benefit of the 12,000-pound 


24-cent rate give it an undue 


an unduly low charge for a carload 


minimum at the 
would advantage over its 


Memphis competitors, and result in the very discrimina- 


tion which it is the purpose of the act to prevent. 
Considering all the circumstances, we are of the opin 
ion and find that the charges collected on complainant’s 
shipments 
to the 


unreasonable and 
that 


rate of 33 cents per 


were 


unduly discriminatory 
extent they exceeded charges based upon a 
100 pounds and a minimum weight 
pounds, subject to Rule 24-C of Southern Classifi- 


Defendant will be 


of 12,000 


cation. 


required to establish and main 


tain for the future, for the transportation of empty oil 


barrels in carloads, from Paducah to New Orleans, a rate 


not in excess of 33 cents, with a minimum weight not in 


excess of 12,000 pounds, and not greater than the mini- 


mum weight contemporaneously maintained on similar 


shipments from 
We further 
ments and paid charges thereon on the basis herein found 


Memphis to the same point. 
find that complainant made certain ship- 
unreasonable, and that it has been damaged to the extent 
amount which it did pay 
and the amount it would have paid upon the basis herein 
found reasonable. Reparation is number of 
shipments other than those directly involved in this pro- 
ceeding, but the record contains no proof thereof. Com- 
plainant should submit a statement describing in detail 
the shipments upon which the charges herein found un- 


of the difference between the 


asked on a 
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reasonable have been applied, and upon verification by 

the defendant an order will be entered for reparation in 

such an amount as may be found due. An order will 

be entered in accordance with the foregoing conclusions. 
ORDER. 

This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved had, and the having 
on the made and report containing 
its findings of fact and which said 
report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendant be, 
and it is hereby, ordered and required to cease and desist, 
on or before March 1, 1913, 


having been Commission 
filed a 


conclusions thereon, 


date hereof, 


and for a period of two years 
thereafter to abstain, from applying its present rate and 
minimum weight to the transportation of empty oil bar- 
rels, in carloads, from Paducah, Ky., to New Orleans, La. 

It is further ordered, That said defendant be, and it 
is hereby, notified and required to establish, on or before 
March 1, 1913, upon notice to the Interstate Commerce 
Commission and the general public by not less than five 
days’ filing and posting in the manner prescribed in section 
6 of the Act to regulate commerce, and for a period of two 
after said March 1, 1913, to maintain, and apply 
to the transportation of empty oil barrels, in carloads, fron 
Paducah, Ky., to New Orleans, La., a rate not exceeding 
33 cents per 


years 


100 pounds, with a minimum weight not in 
excess of 12,000 pounds and not in excess of the minimum 
weight contemporaneously maintained from Memphis, 
Tenn., to New Orleans, La. 

And it is further ordered, That this case be held open 
for such further proceedings and orders as may be neces 
sary in the matter of reparation. 


DENIES FOURTH SECTION APPLICATION 


CASE NO. 4585 
(26 I. C. C. 

SOUTHERN FURNITURE 
CIATION VS. 


OPINION NO. 2094 
Rep., P. 379.) 
MANUFACTURERS’ ASSO 
SOUTHERN RAILWAY CO. ET AL. 


FOURTH SECTION APPLICATION NO. 1548. 
Submitted Oct. 24, 1912. Decided Dec. 2, 1912. 
l. Rates on bedroom furniture and chairs from points in Caro- 
lina territory to Pacific coast points, north Pacific coast 


terminals and points taking the same rates, 
unjustly 


found to be 
discriminatory as compared with rates upon the 
same commodities to the same destinations from Virginia 
cities and points in eastern and New England territories 
The fourth-section application herein, seeking authority 
continue lower rates on furniture and chairs from Ba 
City, Galax, Burkeville and other points in Virginia to 
Pacific coast terminals and Pacific slope points, other than 
are concurrently maintained upon the same commoditi¢ 
from Carolina territory to the same destinations, is denied 
Reparation disallowed. 


MeNeill & 
complainant. 

R. Walton Moore and Frank W. Gwathmey for South 
ern Railway Co., Norfolk & Western Railway Co., Alabama 






McNeill and Justice & Broadhurst for 


Great Southern Railroad Co., Illinois Central Railroad 
Co., Atlanta & West Point Railroad Co. and Western 


tailway of Alabama. 

H. A. Scandrett for Union Pacific Railroad Co., Ore- 
gon Short Line Railroad Co., Oregon-Washington Railroad 
& Navigation Co. and Southern Pacific Co. 

Report of the Commission. 
LANE, Commissioner: 


This case came on to be heard as the result of a 
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THE 


petition filed Dec. 6, 1911, by the Southern Furniture 
\Vianufacturers’ Association, a voluntary association, with 
main office at High Point, N. C., composed of firms and 
yrporations engaged in the manufacture and sale of fur- 
iture, including wooden bedsteads, folding beds, bureaus, 
hiffoniers, small tables, washstands and chairs. The 
tack is upon defendants’ rates of $1.70 per 100 pounds 
bedroom furniture, in straight or mixed carloads, 
minimum weight 20,000 pounds, and $1.75 per 100 pounds 
n chairs, straight or mixed carloads, minimum 20,000 
ounds, from points in so-called Carolina territory to 
Pacific coast points, north Pacific coast terminals and 
ints taking the same rates. 
From Virginia cities and from Basic City, Burkeville 
d Galax, Va., as well as from points in the District of 
olumbia, Maryland, Pennsylvania, New York, and New 
England, the rate on both bedroom furniture and chairs 
o the same destinations is $1.50 per 100 pounds, minimum 
1.000 pounds, and this same rate obtains in territory as 
far west as Colorado, Montana and Wyoming, including 
Wisconsin and Michigan points where there are large and 
important furniture factories. It is contended that the 
Carolina rates are of themselves unreasonably high, that 
they bestow upon the manufacturers in and traffic from 
the territory north of the petitioner undue preference 
and advantage, and subject petitioner to unjust discrimi- 
nation. 


Furniture moves under a wide range of descriptions, 
rates and minimum weights, but there are here in issue 
only those mixtures and rates embraced within the de- 
scriptions above mentioned. 

Since the hearing of this case the carriers have pub- 
lished advanced rates as follows: From Carolina ter- 
ritory to Pacific coast points and north Pacific coast 
terminals, bedroom furniture $2 per 100 pounds, chairs 
$2.07 per 100 pounds; from eastern and Virginia cities 
to Pacific coast points, bedroom furniture $1.87 per 100 
pounds, chairs $1.90; to north Pacific coast terminals, 
bedroom furniture $1.65, chairs $1.75. These rates have 
all been suspended by the Commission until Dec. 31, 1912, 
and hearings with respect thereto are in progress. 

It is noteworthy that under existing rates both bed- 
room furniture and ehairs transported in cars under 40 
feet in length and subject to a minimum of 14,000 pounds, 
take the same rate from Carolina territory as from the 
other territories named, i. e., $1.85 per 100 pounds. 

Announcement is made in the petition of intention 
to file an amendment seeking reparation on shipments 
moving subsequently to Dec. 15,. 1909, but no specific sum 

asked nor have details of such shipments been sub- 
mitted. 

Charges Fourth Section Violation. 


The petition also charges violation of the fourth 
section of the act, and in connection with the complaint 
hearing was had of that portion of Fourth Section Appli- 
cation No. 1548 of the Southern Railway Co. and its 
connections which seeks authority to continue lower rates 
on furniture, including wooden bedsteads, folding beds, 
bureaus, chiffoniers, small tables, washstands and chairs, 
from Basic City, Galax, Burkeville and other points in 
the state of Virginia to Pacific coast terminals and Pacific 
slope points than are concurrently maintained upon the 
same commodities from Carolina territory to the same 
points of destination. This application is one of many 
general or blanket applications filed by the carriers and 
in form and substance meets the requirements of the 
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Commission’s fourth section order of Oct. 14, 1910, in 
pursuance of which it was filed. Petitioner questions its 
legality and sufficiency, pointing to the language of the 
act, i. e.: 

That upon application to the Interstate Commerce Com- 
mission such common carrier may in special cases, after in- 
vestigation, be authorized by the Commission to charge less for 
longer than for shorter distances for the transportation of pas- 
sengers and property: 
and contending that this igs not such an application as is 
contemplated by the statute. It should be noted, how- 
ever, that there is nothing in this section of the act pre- 
scribing the form, contents, or breadth of the application 
to be filed thereunder. We therefore hold that this ap 
plication is sufficient for the purposes for which it was 
filed. The issues raised therein are so allied with those 
presented in the main case that the two will be considered 
together. 


3riefly stated, the defense rests upon the propositions 
that the rate from Virginia and other eastern territory 
named is abnormally low, due to water and other com- 
petitive influences; that the initial carrier, the Southern 
Railway, does not make nor control the rate from any 
of the points north; that this carrier is not the short 
line from any of said points, and that investigation fails 
to disclose a single shipment of these commodities from 
any of the Virginia or other eastern manufacturing points 
to the Pacific coast via the line of the Southern Railway 
through Carolina territory, thence over its western routes. 
Further, that the conditions obtaining in the Carolina 
territory are totally dissimilar from those surrounding 
traffic from Virginia points and points north thereof; 
that the evidence does not disclose any substantial com- 
petition with the petitioner from any -territory from which 
the Southern Railway makes or controls the rate, and that 
under the present adjustment the Carolina factories have 
enjoyed great prosperity and have attained enviable com- 
mercial supremacy. Finally, that the rate is not only 
reasonable, but low, considering the character of the 
service rendered by the carriers, earnings derived from 
similar services, light loads, distances hauled, etc. It 
should here be said that although some of the other car- 
riers were represented by counsel, no testimony was 
offered for the defense except by a witness for the South- 
ern Railway, whose testimony had to do principally with 
the interests of that line. 


Defines Localities. 


The term “Carolina territory” as here employed em- 
braces the territory lying south of the main line of the 
Norfolk & Western Railway Co. between Bristol, Va.., 
and Norfolk, Va., the furniture producing points being 
scattered over a wide area in Virginia and North Caro- 
lina, of which High Point may be said to be the center, 
not only geographically but in point of variety and volume 
of production. What is said of High Point may there- 
fore be considered typical of the entire territory. 

Galax, Va., is a local station on a branch of the Nor- 
folk & Western Railway running south from Radford. 
Basic City is on the Chesapeake & Ohio main line, be- 
tween Richmond and Cincinnati, and also on the line of 
the Norfolk & Western between Roanoke and Shenandoah 
Junction. Burkeville, Va., is served by the Norfolk & 
Western, and is also on the Southern Railway line be- 
tween Danville and West Point, Va. The Carolina factory 
points are all situate on the various lines of the Southern, 
some being served as well by other carriers, such as 
the Atlantic Coast Line Railroad and Seaboard Air Line 
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earriers are here de- 


these other 


Railway, but none of 
fendant. 


The Southern Railway is a party to Countiss’ tariff, 


I. C. C. No. 929, naming the rate of $1.50 from Virginia, 
eastern and New England points. This tariff does not 


prescribe specific routing east of the Mississippi River, 
but is available for traffic moving south through Potomac 
Yard, Va., thence over the Southern Railway main lines 
through Greensboro, High Point, Salisbury and Asheville, 
N. C., or south from Salisbury through Charlotte, N. C., 
and Atlanta, Ga. 
the evidence, are 


These routes, however as disclosed by 
seldom, if ever, used, the traffic from 
Virginia points taking the lines of the Norfolk & Western 
or Chesapeake & Ohio through Ohio River crossings, and 
that from eastern and New England moving 
over the trunk lines through Ohio crossings, St. 
Louis, Mo., or Chicago, III. 

Rates from Galax and Basic City are not named in 
this tariff, and, with the possible exception of its St. Louis- 
Louisville line, the Southern Railway is not a party to 
the rates from these points. The short 
ville is via the Norfolk & Western, 
rate. Products of the Carolina 
over the Southern’s main line 
mingham or New Orleans, or 


territories 
River 


line from Burke- 
that line fixing the 
factories are forwarded 
through Atlanta and Bir- 
the Asheville division 
through Knoxville and Memphis or Ohio River crossings. 
The rates from Carolina territory of $1.70 on fur- 
niture and $1.75 on chairs are constructed by adding to 
the Virginia cities’ rate of $1.50 proportional rates of 20 


over 


and 25 cents, respectively, the traffic moving, however, 
via the direct routes previously mentioned, and not 
through the Virginia cities, on which the rates make. 


And it may be said in passing that the record is silent 
on the subject of the reason or justification for a rate 
on chairs from the Carolina factories higher than that 
on bedroom furniture, no such difference existing in the 
rates from the territories north. 

The present relative adjustment has been continu- 
ously in effect for many years, except for a short period 
in 1902, when the furniture from Carolina territory took 
a rate of $1.45 and the Virginia cities’ rate was $1.25. 


Explanation of Blanket Rate. 


In explanation of the 
termed the blanket 


application of what may be 


rate throughout the territory north, 


east and west, while denying the same rate to the in- 
dustries adjacent to or immediately south of Virginia 


cities, it is stated that the basis of $1.50 was gradually 
extended by the trunk lines from the western producing 
points to Indiana and Ohio, and then to the east and New 
England. The east and west lines serving Virginia cities 
and competing in trunk line territory found it necessary 
to meet this situation and established the same rate, 
and the Southern Railway, for the protection of points 
intermediate to the Virginia cities, applied the rate as 
a maximum at such But it is contended that 
here the influence of the trunk lines’ rates stopped, and 
the Carolina carriers, pursuing the usual method, estab- 
lished through rates made by adding to the Virginia cities’ 
basis certain proportional rates lower than the local rates 
from the producing points to Virginia cities and lower 
than certain intrastate rates for like distances. It is of 
little consequence as to this proceeding whether the pro- 
portional rates here used are of themselves reasonable, 
and we shall not discuss the basing-point system of rate- 
making further than to state that the plan here followed 
is not peculiar to this situation. Much is made of com- 


points. 
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parisons of divisions received by the carriers east of the 
Mississippi River with those accruing to the lines west, 
but we can see little in these comparisons to aid in a 
solution of the problem now before us and will not here 
analyze them. 

Petitioner does not deny that the furniture industry 
in Carolina territory has developed rapidly in recent 
years; that it is now third in importance in the state of 
North Carolina, and that High Point, with 15 to 20 fac- 
tories, now leads Grand Rapids, Mich., one of the most 
important furniture manufacturing points in the country. 
The preponderance of evidence, however, is to the effect 
that increase in production for two 
or three the Pacific coast trade is going in 
continually volume to other factories, neces 
sitating the marketing of Carolina products largely in the 
South, where the supply far exceeds the demand, and 
that, although these factories sell successfully in the 
East and elsewhere in competition with factories located 


has been no 
that 
increasing 


there 
years; 


there, they are being deprived of an important and val- 
uable trade by the present adjustment to the Pacific coast. 

Petitioner’s members sell almost invariably f. o. b 
factory, consignee paying the freight, and it is significant 
upon the allegation of unreasonableness that 
petitioner only asks that it be given the same rates as 


its competitors. 


as bearing 


Furniture in carload lots is loaded by shippers and 
ordinarily goes through to the coast without transfer or 
further handling, save in unloading at destination. It is 
true that it is bulky and of fragile construction, but we 
find in the record nothing to indicate any unusual risk 


of loss or damage. 
Distance Does Not Control. 


The approximate distances, in miles, using San Fran- 
csco as a representative destination, are: 


To San Francisco via 





From New Orleans. St. Louis. Memphis. Chicago 
Boston, Mass. ...... 4,035 3,751 3,809 3,284 
New York, N. Y.. 3,582 3,595 3,186 
Norfolk, Va. 3,134 3,399 3,228 
Richmond, Va. 3,449 3,342 3,143 
Lynchburg, Va. .. 3,379 3,195 3,033 
High Point, N. C. 3,394 3,162 3,114 

It is obvious, however, that distance alone is not 


controlling as to these and if it is of any value 
to weigh High Point’s considerable advantage over Boston 
or New York in the matter of distance, it must also be 
remembered that points approximately 1,800 miles from 
San Francisco have a rate of $1.50, and High Point, ap- 
proximately 1,500 miles farther, is contending for the 
figure. The rate of $1.70 from High Point to San 
Francisco, 3,300 miles, yields 1.1 cents per ton per mile. 
From Detroit, Mich., to San Francisco, a distance of 2,549 
miles, the rate of $1.50 yields 1.17 cents per ton per mile 
From Chicago, a distance of 2.277 miles, the rate of $1.50 
yields 1.32 cents per ton per mile, and, by the way of com 
parison, the rate from High Point to Dallas, Tex., is 
$1.03, the distance 1,066 miles, and the per ton per mile 
revenue 1.8 cents. 

In volume and value of production cotton products 
and tobacco, in the order named, outrank the furniture 
industry in North Carolina. Cotton piece goods in car- 
loads are transported from High Point to San Francisco 
at a rate of $1.28, or 18 cents higher than the rate from 
Virginia cities. The rate on tobacco in carloads is 
the same from North Carolina points as from Virginia 
cities, namely, on manufactured tobacco, $1.50 per 100 
pounds; plug tobacco, in packages of 60 pounds or more 


rates, 


same 


~~ 
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each, $2.20 per 100 pounds. An official of the Southern 
Railway, in a letter filed of record, states: 


Mr. Browder’s statement that the adoption of the Virginia 
cities basis of rates on furniture would be a precedent that 
we might have to follow with respect to other commodities is 
thoroughly correct, nor is its correctness affected in any degree 
by the tobacco adjustment. 

The existing rates on cotton piece goods, knitting-factory 
products and on numerous finished articles of cotton manufac- 
ture, and, in fact, on nearly everything that is produced in 
southeastern and Carolina territories, and goes to the Pacific 
coast, are higher than are the rates from the eastern seaboard 
or so-called trunk-line territory. 

The notable exception is with reference to tobacco, which 
exception is easily understood when the measure of the rate 
is considered, and likewise the fact that tobacco manufactur- 
ing enterprises are located, or have been located, at such points 
as Richmond, Lynchburg, Petersburg, South Boston and Mar- 
tinsville, Va., all in trunk-line territory, and at Winston-Salem 
and Durham, N. C., termini of the Norfolk & Western Railway. 


Comparison of Commodities. 

As to this, however, furniture factories are also lo- 
cated at some of the Virginia cities and points named, as 
well as at Winston-Salem and Durham, N. C., and the 
following comparison of values and revenues per mini- 
mum car furnishes a fair idea of the relative measure of 


the rate: 
Minimum Rate 


Carload, Per100 Revenue Value 
Commodity. Pounds. Pounds. Per Car. Per Car. 
Bedroom furniture and 
CE Nieto etka aki eane wes 20,000 $1.70 $340 $1,200-$1,400 
Tobacco: 
Unmanufactured .......20,000 1.50 Dee, itéestaawsoon 
eee (*) 2.20 De: sacs con cat teed 
Cotton piece goods......... 30,000 1,28 384 7,500 
Cotton toweling ..........30,000 1.38 i... eeceseeeaeiee 


*Any quantity. ‘Figured on 20,000 pounds. 


It is not established by this record that there is any 
actual movement of furniture by water from eastern ter- 
ritory to the Pacific coast, or for any considerable part 
of the distance, and the nature of the commodity would 
suggest that the contrary is true. Nevertheless, the in- 
fluence of water competition upon the general level of 
trunk line transcontinental rates must be conceded, and 
it is. well known to the Commission that the effect of the 
trunk line rates is felt at Virginia cities. These defend- 
ants have met at Virginia cities and points intermedate 
the rates of the trunk lines, but seriously assert that in 
Carolina territory there is no such competition as that 
which is met by the Virginia factories, hence fix at Vir- 
ginia cities the final limit of applicaton of the lower rate. 
It fairly appears that the rate from trunk line territory 
on furniture is not maintained by water competition. 


Virginia Gets Pacific Business. 

It is established out of the mouths of several wit- 
nesses that the six Virginia factories within the favored 
rate zone, most of them of comparatively recent con- 
struction, have from the start sought for and, to some 
extent at least, secured Pacific coast business; that com- 
petition from Michigan and Wisconsin is now inconsid- 
erable, owing to the latter turning out goods of higher 
grade than those produced by petitioner; and that the 
keenest competition is encountered in the East and North. 
It is also in evidence that over certain portions of the 
Southern Railway lines which traverse the furniture ter- 
ritory of North Carolina the density of traffic is greater 
than on any other portions of that system, and that as 
to furniture at least nowhere in the South is traffic more 
dense than there. 

Granting that there must be a line drawn somewhere 
to mark the limits of application of blanket rates, and 
that it does not follow that because industries in certain 
territories are given stated rates, carriers must perforce 
extend the same rates to all factories of the same kind 
wherever located, nevertheless that boundary line may 
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not be so artificially established as to subject shippers 
immediately outside the favored zone to unjust discrim- 
ination, and we hold it indefensible that such shippers 
should be denied as favorable rates to coveted markets 
as are accorded throughout a considerable portion of the 
country to competitors producing the same class of goods, 
selling in the same manner, and no more advantageously 
located, geographically or commercially. 

The Southern Railway may, as has been testified, have 
but little direct voice in fixing the rates from Virginia 
cities or from points north and east thereof, but the 
complaint here is against all carriers parties to the rates 
from Carolina territory to the coast and against some 
of the carriers serving the Virginia cities and making 
rates therefrom, and defendants herein, having their lines 
west of the Mississippi River, participate in the rates 
from Virginia cities and eastern and New England points 
as well as from Carolna territory, and are jointly re- 
sponsible with the initial carriers for such rates. 

Largely as the result of a policy in rate-making these 
defendants are penalizing the Carolina-Pacific coast trade 
approximately $40 per car, thus restricting petitioner’s 
zone of trade, and we are unable to find upon the record 
that the continuance of existing unequal conditions is 
warranted by dissimilarity of competition or other circum- 
stances. Our conclusion is, and we so find, that it is 
unfair for transcontinental carriers, parties to joint 
through tariffs and rates, to impose upon Carolina ter- 
ritory the burden of higher rateS than those contempo- 
raneously participated in and charged by such carriers 
from Virginia cities and other points in Virginia and from 
points in eastern and New England territories, and that 
the present adjustment unjustly discriminates against their 
traffic, in violation of section 2 of the act. 


Must Equalize With Virginia. 


Defendants will be required to establish and main- 
tain to Pacific coast points, north Pacific coast terminals 
and points taking the same rates, rates on bedroom fur- 
niture and chairs within the descriptions here involved, 
from points in Carolina territory, as that term is here 
employed, which shall not exceed rates contemporaneously 
maintained on the same commodities from Virginia cities 
and other points in Virginia and from points in eastern 
and New England territories. 

Having found the present adjustment unjustly dis- 
criminatory, it follows that defendants are not entitled 
to the relief sought under the provisions of the fourth sec- 
tion of the act, the granting of which would have the 
effect of continuing such unjust discrimination. 

The testimony clearly establishing the fact that peti- 
tioners sell f. o. b. factory, consignees paying the freight, 
and it not being of record that the adjustment complained 
of has resulted in damage to the petitioners, it is apparent 
that no reparation should be awarded under these findings. 

An order will be entered in Docket No. 4585, in ac- 
cordance with the findings herein announced, and an 
appropriate order will be made as to the fourth section 
application. 

PROUTY, Chairman, concurring: 

In Enterprise Manufacturing Co. vs. Georgia R. R. Co., 
12 I. C. C., 130, we held that rates on cotton piece goods 
from New England mills to Pacific coast terminals might 
properly be less than from southern mills, and in China 
& Japan Trading Co. vs. Ga. R. R. Co., 12 I. C. C., 236, we 
again said that rates from New England to the Orient, 
through Pacific coast ports, might be less than from 
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points in Georgia and South Carolina. Both these cases 
went upon the ground that fixed the 
rate from New England, and that the cost of this service 
was less from that section of the country than from the 


water competition 


south Atlantic coast. These cases, I think, were cor- 
rectly decided, and, if so, it must follow that rates gen- 
erally under present conditions may be less from New 
York and points controlled by water competition than 
from the South. 

In the present instance the record shows that water 


While I that fur- 
niture does move by water, still all parties to this pro- 
ceeding apparently and this must 
Unless the rate 
from New England and north Atlantic seaboard territory 
is influenced by water competition 


competition is not involved. suspect 


concede the contrary, 
of course be assumed by us as correct. 


I know of no reason 
why the rate should be less from that section than from 
the portion of the South involved in the proceeding before 
us. I therefore concur in the present result, upon the 
ground that water competition is not involved. 


ORDERS. 

NO. 4585. 
1. This case being at and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its conclusions thereon, which said report is made 
a part hereof; and having found that the rates over 
defendants’ lines for the transportation of bedroom fur- 
niture in straight or mixed carloads and chairs in straight 
or mixed carloads from points in the so-called “Carolina 
territory” named in Agent Countiss’ tariff, I C. C. No. 
940, to the Pacific coast points, north Pacific coast ter- 
minals and points taking the same rates, named in said 
tariff, I. C. C. No. 940, which exceed the rates contempo- 
raneously charged on said commodities from the Virginia 
cities, other points in Virginia, and from points in the 
District of Columbia, Maryland, Pennsylvania, New York 
and New England, named in Agent Countiss’ tariff, I. C. C. 
No. 929, to the said Pacific coast points, north Pacific 
coast terminals, and points taking the same rates, unduly 
discriminate against said points in Carolina territory and 
the shippers thereat, and unduly prefer said points in 
Virginia, District of Columbia, Pennsylvania, New York 
and New England, and shippers thereat, in violation of 
the Act to regulate commerce: 


issue upon complaint 


having been 


2. It is ordered, That said defendants be, 
are hereby, notified and required to cease and 


and they 


desist on 


or before March 1, 1913, and for a period of two years 
thereafter abstain, from charging, demanding, collecting 
or receiving for the transportation of bedroom furniture 
in straight or mixed carloads and chairs in straight or 


mixed carloads from above-described Caro- 


lina territory to the points of destination named in para- 


points in the 


graph 1 hereof, rates that exceed those contemporaneously 
charged their lines on the 
points in Virginia and other 
same points of destination. 


over from 


named above to the 


same commodities 


states 
3. It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before March 1, 1913, upon notice to the Interstate 
Commerce Commission and the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
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period of two years after said March 1, 1913, to maintain 
for the transportation of bedroom furniture in straight 
or mixed carloads and chairs in straight or mixed carloads 
from points in the above-described Carolina territory to 


the points of destination named in paragraph 1 hereof, 


rates that shall not exceed those contemporaneously 
charged over their lines on the same commodities from 
said points in Virginia and other states named in said 


paragraph 1 to the same points of destination. 


FOURTH SECTION ORDER NO. 2359. 

Rates on Furniture in Carloads. 
One portion of this application, No. 1548, seeks author- 
ity to continue lower rates on furniture, including wooden 
bedsteads, folding beds, bureaus, chiffoniers, smal] tables, 
wash-stands and chairs, from Basic City, Galax, Burke 
ville and other points in the state of Virginia to Pacific 
coast terminals and Pacific slope points than are contem 
poraneously maintained upon the same commodities from 
Carolina territory to the same points of destination; a 
public held, and full investigation 
of the matters and things involved having been had, and 
the Commission having, on the date hereof, made and filed 
a report containing its of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof. 

It is ordered, That 
which seeks authority 
above set forth, be, 
March 1, 19138. 


hearing having been 


findings 


that portion of this application 
to continue the lower rates, as 
and it is hereby, denied, effective 


ROCKING CHAIRS, DOUBLE FIRST-CLASS 


CASE NO. 4190 OPINION NO. 2090 
(25 I. C. C. Rep., P. 371.) 
BOARD OF RAILROAD COMMISSIONERS OF THE 
STATE OF MONTANA VS. CHICAGO, BURLINGTON 
& QUINCY RAILROAD CO. ET AL. 
Submitted Feb. 23, 1912. 


Decided Dec. 2, 1912. 


applied to the transportation 
rocking chairs, set up, with rockers detached and 
back, from Lincoln, Neb., to Helena, 
cessive or unreasonabk Complaint 


Double first-class rating of two 


tied to 
Mont., not found ex- 
dismissed 

J. A. Poore for complainant. 

Gunn & Rasch for defendants. 


Report of the Commission. 
BY THE COMMISSION: 

Complainant brings this proceeding on behalf of S. C. 
Ring, a commercial salesman of Helena, Mont. 
tion, filed June 21, 1911, it is 
unreasonable 


By peti- 
alleged that excessive and 
collected for the transporta- 
tion of two rocking chairs from Lincoln, Neb., to Helena, 
Mont. Reparation is asked. 

The shipment made Dec. 19, 1910, and charges 
amounting to $8.55 were collected, based upon a weight 
of 190 pounds, and double first rate of $4.50 per 
100 pounds, provided by Western Classification for rock- 
ing chairs, set up. The classification 


charges were 


was 
class 


contained a provi- 
sion as follows: 
Rocking chairs.—Bases detached, taken apart and tied to 


backs, or backs and seats detached, packed flat on bases, first 


class 


The chairs were shipped set up. with the rockers or 
runners detached and tied to the back of the chair before 
burlapping. Complainant contends that the removal] of 
the rockers or runners satisfied the provision “bases de- 
tached, taken apart, and tied to back.” However, upon 
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the record it is clear that these chairs had no such parts 
as are commonly known as bases, and no reasonable 
construction of the above provision will admit of its ap- 
plication in a case where only the rockers or runners 
are removed. 

Upon the record we are unable to find that the charges 
collected were excessive or unreasonable. The complaint 
must therefore be dismissed and an order will be entered 
accordingly. 


NO JURISDICTION IN CANADA 


OPINION NO. 2093 

25 I. C. C. Rep., P. 376.) 

FULLERTON LUMBER & SHINGLE CO., LIMITED, VS. 
BELLINGHAM BAY & BRITISH COLUMBIA RAIL- 
ROAD CO. ET AL. 

Submitted Feb. 19, 1912. Decided Dec. 2, 1912. 


Unjust discrimination, if any, in combination rates charged 
for the transportation of lumber from points in Wash- 
ington to points in Canada exists wholly as to the rates 
for transportation in Canadian territory, over which this 
Commission has no jurisdiction. 

Joint rates complained of not found to he unreasonable. 


CASE NO. 4333 


W. G. Fullerton for complainant. 

W. H. Somers for Bellingham Bay & British Columbia 
Railroad Co. 

fF. G. Dorety for Great Northern Railway Co. 

Henry Blakely for Northern Pacific Railway Co. 

Bogle, Graves, Merritt & Bogle for Canadian Pacific 
Railway Co. 

Report of the Commission, 
BY THE COMMISSION: 

The complainant is a corporation engaged in the lum- 
ber business, with its principal office at Vancouver, B. C. 
In itg petition, filed Aug. 19, 1911, it is alleged that the 
rates established by the defendants for the transportation 
of lumber in carloads from points in Washington to points 
in Canada are unjust, unreasonable and unduly discrimi- 
natory to the extent that they exceed rates to farther dis- 
tant points. Reparation and the establishment of reason- 
able rates are asked. 

During the period from June 30, 1910, to June 13, 
1911, the complainant shipped various carloads of lumber 
from Bellingham, ‘Lynden, Clear Lake, Everett, Monahan 
and Big Lake, Wash., to the following points in Canada: 
North Battleford, Killam, Stettler and Castor, in the 
provinee of Alberta: Radisson, Kindersley, Leross, Osler, 
Wadena, Forward, Langbank, Lanigan, Viscount Bethune, 
Kamsack, Lumsden, Zealandia, Watrous, Muenster and 
Netherhill, in the province of Saskatchewan. The ship- 
ments in question originated on the Northern Pacific Rail- 
way and Bellingham Bay & British Columbia Railroad 
and moved via these lines to Sumas, Wash., a station 
situated on the international boundary line between the 
United States and Canada, thence to destinations via the 
Canadian Pacific Railway and Canadian Northern Railway. 
At the time of movements the joint through rate on 
lumber in carloads via the defendants’ lines from all 
points of origin in question was, to Stettler and Castor 
45 cents, Killam 47 cents, and Forward 42 cents, per 100 
pounds, which were the rates charged on the movements 
to these points with the exception of the shipment to 
Castor, which was charged at the rate of 48 cents per 
100 pounds: This shipment moved from Big Lake to 
Castor on Jan. 3, 1911, and weighed 59,400 pounds, freight 
charges thereon being collected in the sum of $288.12, 
including a diversion charge of $3. There is, therefore, 
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an apparent overcharge of $17.82 on this shipment. The 
bill of lading is not of record, and the facts relative to 
the service for which the $3 diversion charge was made 
are not fully disclosed. 

There were no joint rates to points of destination of 
complainant’s shipments other than those stated above, 
and through rates were made up of the local rates estab- 
lished by the Northern Pacific Railway and Bellingham 
Bay & British Columbia Railroad Co. to Sumas, which, 
as above stated, is on the Canadian border, plus the rate 
charged by the Canadian Pacific’ and Canadian Northern 
Railway companies thence to destinations. Rates to 
Sumas in force at time of shipments were as follows: 





Rate Per 
100 Pounds. Distance, 
From— Cents. Miles. 
"Te, os, a ets cham 3% 23 
id bs dnd a on nd ne tw ie eae 3 2 
Clear Lake, Wash ry 43 
BPPOTOCE, WEGBMe cas csvwcccces ne 96 
Monohan, Wash. -.. 7% 116 
ee Ee |S PON ono 605 on Fo ce sens venndic 4% 49 


The initial lines also receive the above rates as their 
proportion where joint through rates to points in Canada 
are established. From Sumas to the points of destina- 
tion in question the movement is wholly in Canada, for 
which there are no rates on file with the Commission. 

With a few exceptions the shipments in controversy 
were originally billed to Regina, Sask., Calgary, Alta., or 
Moosejaw, Sask., and were subsequently diverted to des- 
tination points in question. On the dates of the move- 
ments the joint through rate from points of origin to 
Regina, Calgary and Moosejaw was 40 cents per 100 
pounds, and the complainant maintains that the charges 
collected on the shipments in controversy, also the rates 
charged to various other stations in Canada, which in 
each instance exceeded this rate, were unreasonable, 
Regina, Calgary and Moosejaw being farther distant from 
points of origin. Defendants aver that the 40-cent rate 
established to the points above referred to is due to 
competition and the heavy volume of traffic moving to 
these stations, and that the rates to the other points 
in question are just and reasonable for the service ren- 
dered. 

Upon the record we do not find the joint rates in 
question are unjust or unreasonable, nor do we find that 
the portions of the combination rates established by the 
American carriers are unjust or unreasonable. If the 
discrimination complained of exists, it is due to rates 
applicable only in Canadian territory, over which rates 
this Commission has no jurisdiction. It follows, there- 
fore, that the complaint must be dismissed. 


JOINT EXCEEDS COMBINATION 


OPINION NO. 2097 
25 I. C. C. Rep. P. 397.) 
JULIUS KESSLER & CO. VS LOUISVILLE & NASH- 
VILLE RAILROAD CO. 


Submitted June 17, 1912. Decided Dec. 2, 1912. 

Joint rate of 75 cents per 100 pounds on whisky in glass, any 
quantity, from Athertonville, Ky., to Mobile, Ala., and 
New Orleans, La., found unreasonable to the extent that 
. exceeds the combination of rates to and from Louisville, 

y. 


E. Helm Walker for complainant. 
William A. Northcutt, William G. Dearing and Albert 
S. Brandeis for defendant. 
Report of the Commission, 
BY THE COMMISSION: 
Complainant corporation operates 
Athertonville, Ky. In its petition, filed Jan. 


CASE NO. 4620 


a distillery at 
10, 1912, 
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defendant’s commodity rate of 75 cents per 100 pounds 
for the transportation of whisky in glass from Atherton- 
ville, Ky., to Mobile, Ala., and New Orleans, La., is chal- 
lenged as unreasonable and unduly discriminatory. There 
is included in the petition a prayer for reparation, but 
upon disclosure of the fact that petitioner had not paid 
the amount claimed this prayer was formally withdrawn. 

Athertonville is on defendant’s Lebanon branch, 14 
miles from Lebanon Junction, Ky., the junction point 
with the main line, and is 654 miles from Mobile and 
793 miles from New Orleans. Louisville, Ky., is distant 
from Mobile 670 miles, and from New Orleans 809 miles, 
and to both points there is a commodity rate of 49 cents 
From Athertonville to Louisville, 44 
miles, there is a commodity rate of 16% cents. The 
present commodity rate from Louisville was established 
May 16, 1910, previous to which time the second class 


from Louisville. 


= 


rate of 75 cents applied, the rates from Louisville and 
from Athertonville then being the same. 

These facts are the basis of this complaint and are 
mainly relied upon to support the allegation that the 
Athertonville rate is unreasonable in so far as it exceeds 
the Louisville rate, or at least to the extent that it is 
greater than the Louisville combination. Complainant’s 
chief witness stated that, considering the distance hauled, 
he was not prepared to say that the rate was unreason- 
able, but based his contention principally upon a com- 
parison with the Louisville rate 

In addition to Athertonville, there are several dis- 
tillery points on the Lebanon branch and on the Bards- 
town branch, to the north of and paralleling the Lebanon 
branch, from all of which the rate is the same as from 
Athertonville. 


It igs stated that between Louisville and other Ohio 
River crossings, Peoria, Ill., and St. Louis, Mo., there is a 
fixed relationship of rates and the reduction of the Louis- 
ville rate from 75 cents to 49 cents resulted from an arbi- 
trary reduction by the Illinois Central Railroad Co. of the 
Peoria rate to 55 cents. The rates at the same time were: 
From Cincinnati,-Ohio, 53 cents; St. Louis, Mo., 49 cents; 
and Evansville, Ind., and Owensboro, Ky., 47 cents. It is 
contended by defendant that from Louisville the old rate 
of 75 cents was reasonable, and as long as it existed de- 
fendant was willing to maintain the same rate from Ath- 
ertonville, but when forced by competition to establish 
the lower rate from Louisville defendant found it inex- 
pedient to extend the reduction to local points; and that 
in doing this it adopted the same course as its competitors. 

That the conditions of transportation from Atherton- 
ville are substantially different from those from Louisville 
cannot be doubted. We do not find upon the record suffi- 
cient justification for requiring from Athertonville the 
maintenance of a rate equivalent to that in effect from 
Louisville, but no good reason has been advanced for the 
exaction of a higher rate from Athertonville than that 
produced by the combination of the rate from Atherton- 
ville to Louisville and the rate from Louisville to 
Mobile and New Orleans. The combination on Louis- 
ville makes a through rate of 65% cents, being 16% 
cents to Louisville and 49 cents to Mobile and New Orleans. 
Shipments of whiskey from the Lebanon branch consists 
in the main of less-than-carload lots and are transported 
by local trains to Louisville and there consolidated with 
through cars for Mobile and New Orleans. 

Upon the record we are of the-opinion and find that 
the rate of 75 cents is unreasonable to the extent that it 
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exceeds the combinations of intermediate rates based upon 
Louisville. 

For the future defendant will be required to maintain 
from Athertonville to Mobile and New Orleans rates on 
whiskey in glass, any quantity, which shall not exceed 
the sums of the rates contemporaneously maintained from 
Athertonville to Louisville and from Louisville to Mobile 
and New Orleans. An order will be entered accordingly. 

ORDER. 

This case being at issue upon complaint and answer 
on file, and having been duly heard-and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendant be, 
and it is hereby, notified and required to cease and desist, 
on or before March 1, 1913, and for a period of two years 
thereafter, to abstain, from charging, demanding, collect- 
ing or receiving its present rates for the transportation 
of whiskey in glass any quantity, from Athertonville, Ky., 
to Mobile, Ala., and New Orleans, La. which said rates 
are found in said report to be unreasonable. 

It is further ordered That said defendant be, and it 
is hereby, notified and required to establish, on or before 
March 1, 1913, upon notice to the Interstate Commerce 
Commission and the general public by not less than 5 
days’ filing and posting in the manner prescribed in see 
tion 6 of the Act to regulate commerce, and or a period 
of two years from said March 1, 1913, maintain and applj 
to the transportation of whiskey in glass, any quantity, 
from Athertonville to Louisville, Ky., and from said Louis: 
ville to Mobile, Ala., and New Orleans, La., which relation 
of rates is found in said report to be reasonable. 


FURNISHED REASONABLE FACILITIES 


CASE NO. 4499 OPINION NO. 2098 

(25 I. C. C. Rep., Pa. 399.) 

CORPORATION OF THE CATHEDRAL OF THE INCAR- 
NATION VS. LONG ISLAND RAILROAD CO. 


Submitted July 11, 1912 Decided Dec. 2, 1912 


In taking advantage of the low price of coal, complainant or- 
dered at one time an unusual quantity of coal for delivery 
upon its private siding. Due to the lack of facilities for 
accommodating the unusual number of cars delivered under 
the above circumstances, certain demurrage charges were 
assessed, which complainant alleges were unjust and un- 
reasonable; Held, That defendants cannot be required to 
be at all times prepared to furnish more than the reason- 
able facilities necessary for the usual amount of business 
done at a particular point upon its line, and upon the facts 
in this case it cannot be said that such facilities were not 
furnished complainant Complaint dismissed. 

H. L. Davis for complainant. 
J. F. Keany, F. D. McKenney and W. C. Carpenter 
for defendant. 
Report of. the Commission. 


BY THE COMMISSION: 

The complainant is a corporation and conducts a 
school for boys known as St. Paul’s School, at Garden 
City, N. Y. In its petition, filed Oct. 17, 1911, it is alleged 
that on certain carload shipments of coal received at 
its school during the months of March and April, 1911, 
the defendant collected unreasonable and unlawful demur- 
rage charges for the detention of cars, in the sum of 
$232. Reparation is sought. 

Complainant received coal at its school plant at Gar- 
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den City on a trestle that had a capacity of four cars. 
The town has about 1,300 inhabitants, and all switching 
service was done by a local freight train that went 
through once a day, so that with the ordinary instru- 
mentalities it was possible to have only four-cars placed 
each day. It was the custom of the complainant to order 
coal forwarded in lots of four cars at a time in keeping 
with this system of delivery. In the spring of 1911, in 
order to take advantage of a temporary reduction in the 
price of coal, the complainant purchased 2,000 tons and 
ordered the coal to be forwarded as rapidly as possible. 

The cars began arriving on March 24, and such a 
number accumulated that on April 5 the head master 
of the school appealed to the superintendent of the rail- 
road for additional switching service, and was informed 
that, while the company would do the best it could to 
meet the emergency, extra shifts could only be made by 
sending an engine and crew from Jamaica, for which 
the charge provided by the tariff would be $35. No 
arrangeemnt was made for this special service. It is 
stated by the defendant that the daily local freight fur- 
nished adequate facilities for handling the ordinary vol- 
ume of traffic at Garden City and other points on the 
line, but that this large order of St. Paul’s School was 
given without notice to the defendant and involved an 
unusual and temporary increased demand for service. 

The complainant undertook to meet the situation by 
having at hand a force of laborers to shovel back the 
coal and keep the bins in condition to receive the coal 
is fast as it could be dumped. Witness for complainant 
was unable to state, however, what percentage of the 
delay was due to complainant or what to the defendant. 
He testified that the total amount of reparation claimed 
is far more than complainant would have a right to ex- 
pect, as it had a certain responsibility in the matter. 

The representatives of the complainant knew of the 
switching service that was available at Garden City, but 
ignored the question of possible congestion in deliveries 
in order to take advantage of the reduction in price of 
Complainant did not see fit to pay the cost 
of additional switching movements at the regular tariff 
rates and accepted the alternative by allowing demurrage 
It cannot be said that defendant is at fault 


the coal. 


to accrue. 
in the matter of the delivery of complainant’s coal under 
the circumstances disclosed, and an order will be entered 
dismissing the complaint. 


VACATES SUSPENSION ORDER 


OPINION NO. 2099 

I. & S. DOCKET NO. 176 (25 I. C. C. REP., P. 401) IN THE 

MATTER OF THE INVESTIGATION AND SUS- 

PENSION OF ADVANCES IN CLASS AND COM- 

MODITY RATES BY CARRIERS OPERATING BE- 

TWEEN STATIONS IN THE STATES OF MISSOURI, 
KANSAS, AND NEBRASKA. 


Submitted Nov. 30, 1912 Decided Dec. 10, 1912 


Rates between points upon the Joplin branch of the Missouri 
Pacific Railway Company and points upon its Northern and 
Virginia branches may be constructed by combination in the 
same manner as from points upon its line between Kansas 
City and St. Louis. Order of suspension vacated and the 
suspended tariffs allowed to become effective 


H. D. Driscoll, of Topeka Traffic Association, for 
protestants. 

F. G. Wright and H. G. Herbel for Missouri Pacific 
Railway Co. 
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Report of the Commission. 
PROUTY, CHAIRMAN: 

One branch of the Missouri Pacific Railway extends 
southeastwardly from Kansas City, Mo., to Pleasant Hill, 
Mo., and thence southerly to Joplin, Mo., which will be 
designated in this decision as the-Joplin branch. Another 
branch, which will be termed the Omaha line, extends 
from Kansas City to Omaha, Neb., taking the general 
direction of the Missouri River. A third branch, which 
will be termed the Northern branch, extends from Atchi- 
son, Kan., nearly due west in the northern part of the 
state of Kansas, while of fourth branch, here termed the 
Virginia branch, runs from Kansas City northwesterly to 
Virginia, Neb., crossing the Northern branch at Goffs, 
Kans. 

Rates from points upon the Missouri Pacific system 
in the state of Missouri to Omaha are usually constructed 
by adding a fixed arbitrary to the rate up to Kansas City. 
The first-class rate from such a point to Omaha would 
be, for example, 20 cents per 100 pounds more than the 
rate to Kansas City. Since the fourth section is observed 
at all points between Kansas City and Omaha by this 
line, the result has been to apply the Omaha rate from 
points in Missouri to most points upon the Omaha line 
north of Atchison. 


Rates to points upon the Northern branch and the 
Virginia branch from most stations upon the Missouri 
Pacific in Missouri are constructed by combinations on 
Kansas City, but in the past, from points on the Joplin 
branch, class rates to points upon the Virginia branch 
and upon the Northern branch as far west as Yuma, 
Kans., have not exceeded the Omaha rate, which has 
resulted in applying the Omaha rate as a blanket to 
most stations upon these branches. While this has been 
true of class rates, commodity rates have usually increased 
upon these two branches with increasing distance, being 
sometimes made by full combination upon Kansas City 
and sometimes arbitrarily constructed. 

The purpose of the tariffs under suspension is to 
cance] these through class rates between points upon the 
Joplin branch and points upon the Virginia branch and 
the Northern branch, allowing the combination upon Kan- 
sas City to take effect. The Missouri Pacific contended 
on the hearing that there never had been any reason why 
rates between points upon the Joplin branch and the ter- 
ritory in question should not be constructed in the same 
manner as from points upon its line between Kansas 
City and St. Louis, Mo. 


We sustain this contention. Competitive conditions 
at Omaha have established rates from points upon the 
lines of the Missouri Pacific in Missouri to Omaha which 
are less than the combination of locals upon Kansas 
City, and this under the operation of the fourth section 
has resulted in the application of that lower rate to 
points upon the Omaha branch between Kansas City and 
Omaha. But there is no apparent reason why a blanket 
rate should be applied upon the Virginia branch, or upon 
the Northern branch from Whiting, Kan., to Yuma, a 
distance of 129 miles, and in our opinion the suspended 
tariffs should be allowed to take effect. 

In so holding we must not be understood as approving 
the present system of constructing rates between points 
east of the Missouri River and points in Kansas by full 
combination upon the Missouri River. The propriety of 
this system of rate construction is before the Commission 


in several cases, but is in no degree considered or passed 
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upon at this time. We simply hold that rates between 
points upon the Joplin branch and points upon the North- 
ern and Virginia branches may be constructed by com- 
bination so long as that method generally prevails. What- 
ever conclusion is finally reached with respect to this 
subject will, of course, apply to these rates 


ORDER. 
That on the 29th day of October, 1912, 
investigation concern- 


It appearing, 
the Commission entered 
ing the propriety of the advances and the lawfulness of 
the practices stated in 
schedules contained in the tariffs: Missouri 
Pacific Railway Co., St. Louis, Iron Mountain & Southern 
Railway Co.; Supplement No. 8 to I. C. C. No. A-1956, 
and ordered that the operation of said schedules contained 


upon an 


rates, charges, regulations, and 


following 


in said tariffs be suspended until March 4, 1913; 

It further appearing, That a full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 


thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the order of the Commission sus- 
pending until March 4, 1913, the operations of schedules 
contained in said tariffs be, and it is hereby, vacated and 
set aside as of January 4, 1913. 


It is further ordered, That a copy hereof be forthwith 
served upon the carriers defendants herein and named in 
said orders of suspension, and that a copy hereof be filed 
with said tariffs in the office of the Commission. 


ROSE HILL RATE DISCRIMINATES 


__ 


CASE NO. 4705 OPINION NO. 2100 
THOMAS W. GILMORE & CO. ET AL. VS CHICAGO & 
NORTHWESTERN RAILWAY CO. ET AL. 


(25 I. C. C. Rep., P. 403.) 


1912. 1912. 
bituminous coal to the complainants 
station in Cook county, the freight 
charge is 20 cents per net ton in excess of the charge for 
similar transportation to Ravenswood, Ill., a point in the 
Chicago switching district for the Chicago & North West- 
ern Railway. On anthracite coal the charge to Rose Hill 
is 10 cents per ton greater than to Ravenswood; Held, 
That this rate situation subjects the complainants to un- 
just discrimination and Rose Hill to undue and unreason- 
able prejudice and disadvantage, and that for the future 
the defendants shall not require the payment for the in- 
terstate transportation of coal in carloads to Rose Hill of 
a charge in excess of 5 cents per net ton over the cHarge 
for similar transportation to Ravenswood. 


Submitted Oct. 26, Decided Dec. 10, 


On carload shipments of 
at Rose Hill, Ill, a 


M. F. Gallagher for complainants. 

C. C. Wright C. A. Vilas and A. H. 
& Northwestern Railway Co. 

Howard & Ballard for Chicago, 
Railroad Co. 


Lossow for Chicago 


Indiana & Southern 


Report of the Commission. 


MEYER, Commissioner: 

The complainants in this case seek the establishment 
of a lower charge than is now applied by the Chicago & 
Northwestern Railway Co. for transporting interstate ship- 
ments of coal from Chicago, Ill., to Rose Hill station, Il., 
and for an order requiring all of the defendants to cease 
and desist discriminating against Rose Hill station in 
the matter of the application of the Chicago rate and 
the absorption of switching charges at Chicago. The 
present rate from Chicago to Rose Hill, 30 cents per net 
ton, is alleged to be unreasonable in and of itself and 
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unjustly discriminatory as compared with the rates to 
other stations in the same locality. 

Rose Hill is a station on the Milwaukee division of 
the Chicago & Northwestern Railway, on the north side 
of the city of Chicago, inside the city limits, and about 
10 miles from the passenger terminal of that carrier. 
Four of the complainants are in the coal business at Rose 
Hill and the other two complainants own and operate 
greenhouses near that point. All of them receive carload 
Rose Hill, the testimony showing 


shipments of coal at 


that the deliveries average about 15 cars daily during 
the winter and 5 cars during the summer. The com- 


plainants submitted in evidence an original expense bill 
showing the consignment to Rose Hill from an interstate 
point of a carload of coal, and the payment at Rose Hill 
to the Chicago & Northwestern Railway Co. of charges 
for the entire transportation service, including that per- 
formed by such carrie Reparation is asked on this and 
similar shipments moving within the statutory period of 
two years prior to the date the complaint was filed. 

The Chicago district for the Chicago & 
Northwestern Railway extends to, and includes Ravens- 
wood, on the Milwaukee Desplaines; on the 
Wisconsin division; Greenwood, on the Mayfair cut-off, 
and Maywood, on the Galena division. It appears from 
the evidence that there is greater analogy in the cireum- 
stances and conditions surrounding the transportation to 
Rose Hill and to Ravenswood than to Rose Hill and any 
other point in the Chicago switching district. The com- 
plainants’ strongest claim for relief seems to rest upon 
the similarity of the situation with respect to Ravenswood 
and Rose Hill. 


On bituminous coal originating at mines in Illinois, 
Indiana and points east of the Ohio-Indiana state line, the 
rate is applied to Ravenswood and all of the 
other stations within the Chicago switching district. The 
charge of the Chicago & Northwestern Railway Co. for 
the delivery of coal within the Chicago district is covered 
either by divisional arrangements with the coal-carrying 
roads or by the absorption tariffs of such roads. This 
charge to Ravenswood.is 20 cents per net ton, but it is 
paid by the coal-carrying roads and not by the shipper. 
At Rose Hill the situation is different. There are no 
joint rates on soft coal to that point, but the rate is 
made on combination of the rate to Chicago plus the 
Chicago & Northwestern charge of 30 cents per net ton 
to Rose Hill. Of this rate of 30 cents the coal-carrying 
roads absorb only $4 per car of 80,000 pounds or less and 
10 cents per ton additional on cars of over 80,000 pounds. 
The result of this arrangement is that on cars of 80,000 
pounds or more the shipper of soft coal to Rose Hill pays 
a freight charge of 20 cents per ton in excess of the 
charge paid by the shipper of soft coal to Ravenswood. 

On anthracite coal the various lines to Chicago pro- 
vide for absorption of Chicago & Northwestern switching 
charges to the etxent of $4 per car, regardless of weight. 
This applies to Rose Hill as well as to Ravenswood and 
other points within the Chicago switching district. The 
charge of the Chicago & Northwestern to Ravenswood 
is 20 cents and to Rose Hill 30 cents, so that on anthracite 
coal consigned to Rose Hill the net transportation charge 
is 10 cents per ton greater than to Ravenswood. 


switching 


division: 


Chicago 


The counsel for complainants stated that he based 
his whole case on the principle that coal yards operating 
in the same locality should be under the same burden of 
transportation charges. It appears from the testimony 
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that the union charge for delivering coal to consumers 
within 3 miles of the yard is 50 cents per ton; that there 
are yards at Ravenswood and that Rose Hill is only 1.41 
miles beyond Ravenswood on the same division of the 
Chicago & Northwestern Railway. Thus the dealer at 
Rose Hill, in order to con pete in the same territory 
with the dealer at Ravenswood, must meet the difference 
in the freight rate amounting to 20 cents per ton on soft 
coal and 10 cens per ton on anthracite, an amount, it 
is claimed, which is a very important item, and, as to 
soft coal, practically wipes out the profit in conducting 
a coal business at Rose Hill. 


Same Service Higher Rate. 


The testimony of the witnesses for the defendants 
shows that the cars consigned to Rose Hill are billed in 
xxactly the same way as cars consigned to Ravenswood; 
that the same engine is used to move cars to Ravenswood 
and to Rose Hill, and that the transportation service to 
Rose Hill is similar to that to Ravenswood. The defend- 
ants, in denying that the discrimination at Rose Hill is 
undue, point to the fact that it is a residential district 
1s compared with all the points with which Rose Hill 
claims to be discriminated against, and that the suburban 
passenger traffic on the Milwaukee division is greater than 
on any other division of the Chicago & Northwestern 
Railway, the result of which is to make the transporta- 
tion of freight to Rose Hill more hazardous and expensive 
than to other sections. 

It appears, however, that these facts apply with prac- 
tically equal force to Ravenswood, which is also in the 
residential district, and through which the same suburban 
traffic passes. It also seems that the freight movement 
to Rose Hill and Ravenswood is performed during the 
period of the night when there is little, if any, passenger 
traffic. The defendants’ fear of placing coal at Rose Hill 
on a lower rate basis does not extend to some of the 
other commodities that are shipped there, as the tariffs 
show that the lines into Chicago apply Chicago rates to 
Rose Hill, as well as to Ravenswood, on commodities 
other than coal when the rate into Chicago is 24% cents 
per 100 pounds or higher and the charges to Chicago are 
$15 per car or over. 

There is no substantial difference, so far as the record 
reveals, in the transportation conditions existing with 
respect to the movement of coal from the same interstate 
points to Rose Hill and Ravenswood, unless it is in the 
distance of 1.41 miles. On a line haul this mileage is 
of no consequence, but in this case, where the delivering 

irrier performs only a terminal delivery service, such 
arrier is entitled to receive a.-reasonable charge for the 
dditional movement. We think that the shippers at 
Rose Hill should not pay on shipments of coal a trans- 
ortation charge of more than 5 cents per net ton, with a 
ninimum of $2 per car, in excess of the net charge on 
similar shipments to Ravenswood. This will afford the 
ielivering carrier compensation for the slightly additional 
service performed by it, and will not require any change 
in the existing boundaries of the Chicago switching dis- 
trict. We appreciate the force of the defendants’ claim 
that the zone to which the Chicago rate applies is deter- 
mined by the manufacturing district which produces out- 
bound, as well as inbound, tonnage, and we are not pre- 
pared to say that Rose Hill, considering its location and 
lack of industries, should come within the list of points 
taking the Chicago rate. It is our opinion, from the facts 
of record, that the rate situation at Rose Hill and Ravens- 
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wood, before described, subjects the complainants to un- 
just discrimination and Rose Hill to undue and unrea- 
sonable prejudice and disadvantage, and that for the 
future the defendants shall not require the payment for 
the interstate transportation of coal in carloads to Rose 
Hill of charges that are in excess of 5 cents per net ton, 
with a minimum of $2 per car, over the charges for similar 
transportation to Ravenswood. An order will be issued 
in accordance with these conclusions. 

We are further of the opinion that the complainants 
were damaged by the payment’ on shipments to Rose Hill, 
made in their behalf, of freight charges on soft and anthra- 
cite coal that exceeded 5 cents per net ton over the 
charges in effect at the same time to Ravenswood, and 
that they are entitled to an award of reparation in the 
amount of such excess charges. No order as to reparation 
will be issued until the receipt and approval by the 
Commission of a statement, agreed to by the complainants 
and defendants, which shall show in detail the facts 
necessary to identify the shipments embraced within the 
reparation claim and the amounts of reparation due each 
complainant under the findings herein. 





ORDER. 


1. This case being at issue upon complaint and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission hay- 
ing, on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby made a part hereof; and having found 
that the rates charged by defendants for the transporta- 
tion of interstate shipments of coal in carloads from points 
on the lines of defendants in Illinois, Indiana and points 
east of the Indiana-Ohio state line to Rose Hill, Ill., which 
exceed the rates contemporaneously charged for the trans- 
portation of the same commodity from the same points 
of origin to Ravenswood, IIll., by more than 5 cents per 
net ton, with a minimum of $2 per car, give undue and 
unreasonable preference and advantage to said Ravens- 
wood, and to the shippers thereat, and subject the com- 
plainants, the said Rose Hill, and shippers thereat, to 
undue and unreasonable prejudice and disadvantage in 
respect to such traffic, in violation of the Act to regulate 
commerce: 

2. It is ordered, That the above-named defendants 
be, and they are hereby, notified and required to cease and, 
desist, on or before March 1, 1913, and for a period of 
two years thereafter abstain, from charging demanding, 
collecting or receiving for the transportation of coal in 
carloads from the said points of origin named in para- 
graph 1 hereof, to Rose Hill, Ill, rates that exceed by 
more than 5 cents per net ton, with a minimum of $2 
per car, the rates contemporaneously charged for the 
transportation of coal in carloads from said points of 
origin to Ravenswood, Ill. 

3. It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before March 1, 1913, upon notice to the Interstate 
Commerce Commission and the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of two years after the said March 1, 1913, to main- 
tain and apply to the transportation of coal in carloads 
from said points of origin named in paragraph 1 hereof 
to Rose Hill, Ill., rates which shall not exceed by more 
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than 5 cents per net ton, with a minimum of $2 per car, 
the rates contemporaneously maintained for the trans- 
portation of coal in carloads from the said points of origin 
to Ravenswood, Ill. 


DENIES FOURTH SECTION APPLICATION 


CASE NOS. 1548 AND 1952. OPINION NO. 2101. 


(I. C. C. Rep., 25.) 

APPLICATION 

RAILWAY CO. 

FOURTH SECTION APPLICATION IN RE LOUISVILLE 
& NASHVILLE RAILROAD CO. 

1912. Decided Dec. 10, 1912 


FOURTH SECTION IN RE SOUTHERN 


Submitted Nov. 30, 


Applications to continue to disregard the Fourth Section from 
points upon the Cumberland Valley division and the Clear 
Fork branch of the Louisville & Nashville Railroad Com- 
pany, and from points upon the Clear Fork branch of the 
Southern Railway Company to the Buffalo-Pittsburgh ter- 
ritory, via Cincinnati, denied; but with reference to the 
circuitous routes via Norton and Knoxville no order will 
now be made, pending readjustment via the short-line 
routes. 

C. B. Northrop for Southern Railway Co. 


J. A. Ridgely for Louisville & Nashville Railroad Co. 


Report of the Commission. 


PROUTY, Chairman: 
In Appalachia Lumber Co. v. L. & N. R. R. Co. 
25 I. Cc. C., 193, the complainant attacked rates on 


lumber from points upon the Cumberland Valley division 
of the Louisville & Nashville Railroad Co. to Buffalo 
Pittsburgh territory, and certain other points similarly 
situated, via Cincinnati, Ohio, as in violation of the 
fourth section in that higher rates were charged to 
intermediate points north of the Ohio River. It ap 
peared upon the hearing that this situation was pro- 
tected by a fourth-section application of the Louisville 
& Nashville Railroad Co. and its connections, and it was 
further stated by that company that the reason for the 
disregard of the fourth section in question was com- 
petition between that line and the Southern Railway 
Co. from points in the vicinity of Jellico, Tenn. In- 


vestigation showed “that the Southern Railway also 
maintained rates from this region to the Buffalo- 
Pittsburgh zone which violated the fourth section in 


the same manner and to substantially the same extent 
as did those of the Louisville & Nashville. There- 
upon, both these fourth-section applications, in so far as 
they involved the rates in quesion, were set down 
for investigation and a hearing has been had thereon. 

The questions presented will be best understood 
by reference to the map below. The Cumberland 
Valley division of the Louisville & Nashville extends 
a distance of 118 miles between Corbin, Ky., and Nor- 
ton, Va. What is known as the Clear Fork branch 
runs from Jellico to Fonde, a distance of 20 miles. 
Both Corbin and Jellico are upon the main line of the 


Louisville & Nashville between Knoxville and Cincin- 
nati. The Cumberland Valley division is operated by 


the Louisville & Nashville. The Clear Fork branch 
is owned and operated jointly by the Southern and the 
Louisville & Nashville. The destination territory cov- 
ered by this proceeding embraces the Pittsburgh-Buffalo 
zone and certain points to the west. All these points 
are controlled by the same underlying principle, and 
Pittsburgh may be selected as illustrative of the whole. 
As appeared in the case of the Appalachia Lumber 
above named, rates from the Cumberland Valley 
are generally 


Co., 
division to points north of Cincinnati 
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made by the full combination upon Cincinnati, but rates 
from these points of origin to Pittsburgh are less than 
the combination, with the result that the intermediate 
rate in many cases exceeds the Pittsburgh rate. Rates 
from the Clear Fork branch are constructed in the 
Same way as from the Cumberland Valley division, 
both by the Louisville & Nashville and by the Southern, 
and those rates therefore violate the fourth section to 
the same extent and in the same manner. 


The fourth section application of the Louisville & 
Nashville asks leave to continue this disregard of the 
fourth section from points upon the Cumberland Valley 
division and the Clear Fork branch, including rates 
from Jellico and Corbin and also apparently from other 
points in that vicinity. The application of the Southern 
Railway asks for the same relief with respect to points 


of origin upon the Clear Fork branch, including 
Jellico and other points upon the Southern in that 
Vicinity. 

The distance from Jellico to Cincinnati, via the 


Louisville & Nashville, is 215 miles. The Southern 
Railway carries traffic from Jellico to Cincinnati south 
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through Harriman and then north to Cincinnati, a dis- 


tance of 333 miles. It will be seen therefore that the 
Southern Railway from Jellico and points upon the 
Clear Fork branch is a circuitous route as compared 
with the Louisville & Nashville to Cincinnati, but the 
Southern Railway observes the fourth section between 
Jellico and Cincinnati and asks no relief with respect 
to that portion of the haul. 

No one who appeared at the hearing was able to 
state why rates from this territory to Pittsburgh had 
originally been made lower than to intermediate ter- 
ritory. In case of both the Louisville & Nashville and 
the Southern the line through Cincinnati is the short 
line. No reason could be assigned by either of these 
carriers for making a lower rate to-day to Pittsburgh 
than to intermediate points, and both companies stated 
upon the hearing that upon further reflection they 
would not attempt to justify these higher intermediate 
rates. 

We are unable to see any ground upon which a 
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prayer for relief from the fourth section as to the 
lines of these defendants through Cincinnati can be 
predicated, and the prayer of the above fourth section 
applications as to these routes will be denied, as of 
March 1, 1913. While the assignment of the hearing 
by its terms limited the scope of that investigation to 
points upon the Cumberland Valley and the Clear Fork 
branches, manifestly the same considerations must apply 
to other points in this territory, although technically 
they cannot perhaps be included in our order denying 
relief. 

The carriers stated that they proposed to remove 
the present violations of the fourth section by advanc- 
ing the rates to the Buffalo-Pittsburgh territory, and 
asked whether this would be satisfactory to the Com- 
mission. Plainly these proposed advances are not before 
us and can not be approved or disapproved, further 
than may be inferred from our decision in the Ap- 
palachia case, supra. 

It will be seen from an examination of the above 
map that while the direct line from the points of 
origin in question to Pittsburgh is through Cincinnati, 
other routes are open both to the Louisville & Nash- 
ville and the Southern. Thus, from points upon the 
Cumberland Valley division, the Louisville & Nashville 
may handle the traffic through Norton in connection 
with the Norfolk & Western Railway Co. to Hagers- 
town, Md., and thence by either the Baltimore & Ohio 
or the Pennsylvania lines to Pittsburgh. The Southern 
may carry this business south from Jellico through 
Knoxville, Tenn., and thence via Bristol, Va., in connection 
with the Norfolk & Western to Hagerstown or via its 
own line through Asheville, N. C., to Washington, D. C., 
and thence by either the Baltimore & Ohio or the Penn- 
sylvania to Pittsburgh. The carriers stated that while 
they would not undertake to justify a disregard of 
the fourth section by the lines through Cincinnati, they 
did ask relief with respect to these latter routes upon 
the ground that they were circuitous. 

The distance from Jellico to Pittsburgh via the 
Louisville & Nashville through Cincinnati is 526 miles. 
From the same point via Norton and the Norfolk & 
Western the distance is 811. From Jellico to Pittsburgh 


via the Southern Railway, through Cincinnati, is 644 
miles, via Bristol] and Hagerstown 813 miles, and via 
Asheville and Potomac Yard, Va., 975 miles. It will 


therefore, that these routes via Hagerstown 
and Potomac Yard are, within all definitions by the 
Commission, circuitous routes, as to which the relief 
should be granted, provided the other conditions permit. 
It ean not be known how this will be until the rates 
from these points by the short lines through Cincin- 
nati have been established. No order will be made, 
therefore, with reference to these circuitous routes until 
after March 1, 1913. If, when the short-line rates have 
been readjusted, the cases fall within the rules which 
ve have applied to routes, orders of relief 
will then be entered. 


be seen, 


circuitous 


ORDERS. 
FOURTH SECTION ORDER NO, 2393. 
Rates on Lumber. 

This application, No. 1952, asks, among other things, 
for authority to continue to charge lower rates on lum- 
ber from stations on the Cumberland Valley division of 
the Louisville & Nashville Railroad Co., Corbin, Ky., 
to Norton, Va., inclusive, and stations on the Clear 
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Fork branch of the Louisville & Nashville Railroad Co., 
Jellico, Tenn., to Fonde, Ky., inclusive, to Buffalo, N. Y., 
and Pittsburgh, Pa., and points taking the same rates 
via Cincinnati, Ohio, than are concurrently in effect 
on like traffic from the same points of origin to inter- 
mediate points. A hearing having been had upon this 
application, in so far as it relates to rates on lumber 
from and to the points hereinbefore described, and full 
investigation of the matters and things involved having 
been had, and the Commission having, on the date 
hereof, made and filed a report containing its findings 
of fact and conclusions thereon, which said report is 
hereby referred to and made a part hereof: 

It is ordered, That that portion of said application, 
No. 1952, which asks for authority to continue to charge 
lower rates on lumber from stations on the Cumberland 
Valley division of the Louisville & Nashville Railroad 
Co., Corbin, Ky., to Norton, Va., inclusive, and stations 
on the Clear Fork branch of the Louisville & Nashville 
Railroad Co., Jellico, Tenn., to Fonde, Ky., inclusive, to 
Buffalo, N. Y., and Pittsburgh, Pa., and points taking 
the same rates via Cincinnati, Ohio, than are concur- 
rently in effect on like traffic from the same points of 
origin to intermediate points, be, and the same is 
hereby, denied, effective March 1, 1913. 





FOURTH SECTION ORDER NO. 2394. 


Rates on Lumber. 


This application, No, 1548, asks, among other things, 
for authority to continue to charge lower rates on lum- 
ber from Jellico, Tenn., and points on the Clear Fork 
branch of the Southern Railway Co., Jellico, Tenn., to 
Fonde, Ky., inclusive, to Buffalo, N. Y., and Pittsburgh, 
Pa., and points taking the same rates via Cincinnati, 
Ohio, than are concurrently in effect on like traffic 
from the same points of origin to intermediate points. 
A hearing having been had upon this application, in so 
far as it relates to rates on lumber from and to the 
points hereinbefore described, and full investigation of 
the matters and things involved having been had, and 
the Commission having, on the date hereof, made and 
filed a report containing its findings of fact and con- 
clusions thereon, which said report is hereby referred 
to and made a part hereof: 

It is ordered, That that portion of said application, 
No. 1548, which asks for authority to continue to charge 
lower rates on lumber from Jellico, Tenn., and points 
on the Clear Fork branch of the Southern Railway Co., 
Jellico, Tenn., to Fonde, Ky., inclusive, to Buffalo, N. Y., 
and Pittsburgh, Pa., and points taking the same rates 
via Cincinnati, Ohio, than are concurrently in effect on 
like traffic from the same points of origin to inter- 
mediate points, be, and the same is hereby, denied, 
effective March 1, 1913. 





PICK-UP SERVICE DISCRIMINATES 


CASE NO. 4832 





OPINION NO. 2102 
(I. C. C. Rep. 25.) 
ANACOSTIA: CITIZENS’ ASSOCIATION VS. BALTIMORE 
& OHIO RAILROAD CO. ET AL. 


Submitted Oct. 24, 1912. Decided Dec. 3, 1912. 


1. The denial of free store-door pick-up and delivery of certain 
less-than-carload traffic to the citizens of Anacostia, D. C., 
while such free service is extended to other sections of 
the city of Washington, D. C., found to be unjustly dis- 
criminatory in so far as the Philadelphia, Baltimore & 
Washington Railroad Company is concerned, but not with 
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respect to the Baltimore & Ohio Railroad Company, which 
maintains a freight station in Anacostia. 

2. Defendants, by arranging to place their baggage checks at 
the residence of passengers in certain sections of Washing- 
ton to the exclusion of passengers located in Anacostia, un- 
justly discriminate against the latter. 

Complaint against defendant express companies satisfied and 
dismissed. 


9 


F. S. Bright and A. E. Beck for complainant 


W. C. Coleman for Baltimore & Ohio Railroad Co. 

Henry Wolf Bikle for Philadelphia, Baltimore & 
Washington Railroad Co. 

T. B. Harrison, Jr., for Adams Express Co. and 
Southern Express Co, 


Branch P. Kerfoot and F. W. Bellamy for United 
States Express Co. 

Report of the Commission. 
M’CHORD, COMMISSIONER: 
Anacostia is a section of southeast Washington, D. 
C., detached from the city proper by the eastern branch 
of the Potomac River, but connected by a bridge about 
one-fourth of a mile in length. Its citizens complain 
that they are unjustly discriminated against in the 
matter of house and store door pick-up and delivery of 
less-than-carload freight, express matter, and baggage. 
The complaint against the express companies was based 
on their refusal to pick up and deliver express matter 
at other than designated substations in Anacostia, while 
in other portions of Washington this service is extended 
to house and store doors. Since the hearing the ex- 


press companies have acceded to the demands of com- 


plainants, who now ask that this portion of the com- 
plaint be dismissed. It will be so ordered. 

The Philadelphia, Baltimore & Washington Railroad, 
through the Knox Express Co. (now the Merchants 
Transfer & Storage Co.), and the Baltimore & Ohio 
Railroad, through the Blue Line Transfer Co., make 
free pick-up and delivery of certain  less-than-car- 
load shipments at Washington within defined limits. 
Such limits include Georgetown, in the extreme north- 


western. part of Washington, but have never included 
Anacostia. The reason given by defendants for this 
discrimination is that Anacostia is primarily a resi- 
dential district and its traffic will not justify the main- 
tenance of the service asked. The Baltimore & Ohio 
has established a freight station in Anacostia within 
one or two blocks of practically all the business houses, 
and through that station both carload and less-than- 
carload freight is handled. Practically all the 
than-carload freight must be moved through the Balti- 
more & Ohio freight Washington proper, 
where it is reloaded into a car or cars for the Ana- 
costia station, the proceeding reversed on out- 
going shipments. A similar station is maintained by the 
Baltimore & Ohio in another by the 
Philadelphia, Baltimore & Washington at Rosslyn, Va., 
a short from Georgetown over the Aqueduct 
Bridge; nevertheless less-than-carload freight of the first 
four classes to or 


less- 
station in 
being 

Georgetown and 
distance 


from Georgetown is drayed free from 
er to defendants’ Washington freight depots. 
Routes and Distances Considered. 
It is that Anacostia is a residential 
most of whose population pursue their sundry vocations 
in Washington proper. It has its merchants, however, 
some forty-five in number, much the same as other 
enterprising suburbs, and on these merchants its citi- 
zens must be largely dependent for their supplies. In 
the recent case of Casassa vs. P. R. R. Co., 24 I. C. G,, 
629, we found that the free-delivery service to George- 


true section, 
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to CaSassa and some sixty or 
seventy other merchants in the vicinity of Fourteenth 
street and Park road northwest was unjustly discrim- 
inatory. The greater number of business houses in that 
district is perhaps not 
stantial dissimilarity, while the 
on the whole favors Anacostia, being, from the 
more & Ohio freight station in Washington, but 
in favor of Fourteenth and Park road and, 
Pennsylvania station, about two miles or more in favor 
of Anacostia. The deliveries to Georgetown 
increase the distance in favor of Anacostia. But there 
are several distinctions that must be noted 
the Fourteenth and Park road territory and Anacostia. 
The former lies in the genera] route that traffic would 
take between the Baltimore & Ohio Washington sta 


Georgetown, 


town and its denial 


sub- 
distance 
Balti 
littl 
from the 


sufficient to 
difference in 


create any 


materially 


between 


tion and necessitating a detour of some 


thing less than a mile. From the Philadelphia, Balti 
more & Washington station, located at Four and One 
Half street and Virginia avenue southwest, the route 


to Georgetown and to Fourteenth and Park road is not 
common. Considerable traffic, however, has been de 
veloped by the extension of houses 
Fourteenth Georgetown for a 
years has been quite a thriving business center. This 
furnishes return loads and thereby largely diminishe 
the operating cost. Anacostia can supply a _ similar 
volume of tonnage neither on pick-up nor deliveries 
Furthermore, the territory between the Washington 
depots and Anacostia is productive of little revenue 
for this service, and in this respept the conditions at 
Anacostia and Georgetown and Fourteenth and Park 
road are not entirely analogous. 

It is difficult even to approximate the exact tonnag« 
to Anacostia, as no witnesses directly concerned en 
lightened us on this point. The refusal of both the 
rail carriers to make free deliveries and the existence 
Baltimore & Ohio’s substation in Anacostia r« 
sults in practically all traffic reaching 
Anacostia vit the Baltimore & That carriers 
Anacostia and so far as it is concerné 


business along 


street, and number of 


of the 
less-than-carload 
Ohio. 
ness section of 
ness section of Anacostia and so faras it is concerned 
we do not think the citizens of Anacostia are unduly 
prejudiced as compared with the merchants of George 
town. The Philadelphia, jaltimore & Washingtor 
freight station, however, is wituin one and 
miles of the Anacostia merchants, who must either dra) 
their freight at from or to thi 
station or, if route it via the Baltimore & 
Ohio. As to defendant Philadelphia, Baltimore & Wash 
ington Railroad, we think the existing discrimination is 
unjust, and an order will be entered directing that it 


one-ha 


their own expense 


possible, 


cease. It may be that this defendant can and would 
prefer to enter into an agreement with the Baltimor« 
& Ohio Railroad whereby the less-than-carload traffi 


& Washingto! 
& Ohi 
without additiona 
Such an arrange 


Baltimore 
might be switched from and to the Baltimore 
Railroad’s Anacostia freight station 
expense to the shipper or consignee. 
ment, or the extension of free store-door picx-up and 
delivery to Anacostia, so long as it is extended to 
Georgetown, will be considered a compliance with ou 
order, 

The attack upon the practice 
the collection and delivery of baggage 
marily against the Union Transfer Company, 
the rail carriers are also parties defandant. 


moving over the Philadelphia, 


in connection wit! 
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tain charge the transfer company calls for and delivers 
baggage within practically all sections of the city of 
Washington except Anacostia. By an arrangement be- 
tween the transfer company and the railroads a pas- 
senger, holding the proper railroad ticket, may have 
his baggage checked directly from his Washington 
residence to a specific street address in another city, 
or from such address to his Washington home. For 
this service the transfer company makes a charge, none 
of which accrues to the railroads. To or from some 
of the more distant sections of the city a slightly higher 
charge is exacted. Anacostia, however, is not given 
this service at any price, and this is the basis for its 
protest. 


No Jurisdiction Over Transfer Company. 


The transfer company, while a common carrier, is 
not a earrier by railroad and is not subject to the Act 
to regulate commerce, Parmalee case, 12 I. C. C., 39, 
and against it we can issue no order. But the transfer 
company occupies a peculiar relation to the railroad 
companies, which grant to it the exclusive privilege 
of transporting and checking baggage, and it is sug- 
gested that for this reason the railroad companies are 
responsible for the acts of the transfer company. A 
somewhat analogous question was before us in Cosby 
vs. Richmond Transfer Co., 23 I. C. C., 72, where 
Cosby, operating a local transfer company, sought to 
compel the railroads at Richmond, Va., to grant him 
the privileges accorded the Richmond Transfer Co., a 
concern substantially similar to the Union Transfer Co. 
His right to relief was predicated upon the allegation 
of discrimination against his company, in that he was 
not permitted to solicit baggage upon incoming trains, 
although, he averred, the charge he would make to pas- 
sengers for this service would be substantially less 
than the alleged unreasonable charge of the preferred 
company. 

We decided that over the transfer company and its 
charges we had no jurisdiction; that the railroads were 
within their well-recognized rights in entering into an 
exclusive contract with the Richmond Transfer Co., 
such action not constituting an unjust discrimination; 
that in the absence of unjust discrimination against 
passengers this Commission could issue no order against 
the railroads. 


Cases Distinguished. 
The Cosby case, supra, may be distinguished from 


the case at bar in that the same element of discrim- 


ination here presented was not there involved. True, 
in that case, we said that the transfer company was 
the agent of the passenger rather than of the railroad, 
but this was our conclusion upon a consideration of the 
transection between the passenger and the transfer 
agent on the train, where the passenger turned over 
to the agent the railroad check for his baggage, paying 
the agreed charge, and receiving a receipt from the 
transfer company. It was in no wise incumbent upon 
the passenger to employ the transfer company. He 
might have transferred his own baggage, or contracted 
independently for its transfer; but for his own con- 
venience he made the transfer company his agent to 
obtain his baggage from the railroad and deliver it 
at his residence. Such a service is not involved in 
the instant case. There is no complaint against the 
transfer of baggage from the house to the station, or 
vice versa. The complaint is that while the service is 





accorded others, Anacostia is denied the privilege of 
having the baggage of its passenger-citizens checked 
from their residences through to interstate destina- 
tions, or from such destinations through to their homes. 


Transfer Company Railroad Agent. 


In the execution of this service to the preferred 
localities, defendant railroad companies have placed 
within the hands of the Union Transfer Co. their res- 
pective baggage checks which are given to the pas- 
senger at his residence by the transfer company. The 
passenger then looks to the railroad company for his 
baggage, and is not concerned with any misfeasance 
or negligence on the part of the transfer company. 
If the baggage be lost by the transfer company, the 
railroad must honor or protect its own check. Clearly, 
therefore, the transfer company has become the agent 
of the railroad, and, without now discussing the broad 
question of how far such a principal is responsible for 
the acts of its agent, we think it manifest that the 
railroad defendants, by placing their baggage checks 
at the homes of passengers in certain sections of Wash- 
ington to the exclusion of passengers located in Ana- 
costia, are guilty of a discrimination; and it only re 
mains to determine whether such discrimination is 
unjust. 

The Union Transfer Co. denies our jurisdiction, 
and did not appear at the hearing. The railroads did 
not interest themselves in the baggage complaint, ap- 
parently leaving that to the transfer company. Ana- 
costia is considerably nearer the Union Station than 
most of the preferred localities, and itcannot be 
argued that its smaller population should deprive it of 
the relief sought. We are not asked to fix the charge 
the transfer company should make, which, according 
to complainant’s counsel, might properly be slightly in 
excess of the rate to or from the central sections. We 
find nothing in this record that justifies the withholding 
of this service from the residents of Anacostia while it 
is extended to other residents of Washington, and our 
opinion is that the discrimination practiced by the de- 
fendant railroad companies is unjust and should be 
removed. 


An order in accordance -with these findings will be 
issued. 





ORDER. 


This case being at issue upon complaint and an- 
swers on file, and having been duly heard and sub- 
mitted by the parties, and full investigation of the mat- 
ters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing jts findings of fact and conclu- 
sions thereon, which said report is hereby referred to 
and made a part hereof: 

It is ordered, That defendant Philadelphia, Balti- 
more & Washington Railroad Co. be, and it is here’) 
notified and required, on or before March 1, 1913, and 
for a period of two years thereafter, to cease and desist 
from withholding from the citizens of Anacostia, D. C., 
the free store-door pick-up and delivery of less-than- 
carload freight while such free service is extended to 
the citizens of Georgetown, D. C., and no freight sta- 
tion in Anacostia, D. C., is maintained by said defendant. 

It is further ordered, That defendants The Balti- 
more & Ohio Railroad Co. and Philadelphia, Baltimore 
& Washington Railroad Co. be, and they are hereby, 
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notified and required, on or before March 1, 1913, and 
for a period of two years thereafter, to cease and desist 
from withholding, directly, or through any agency, from 
the citizens of Anacostia, D. C., the privilege of receiv- 
ing at their Anacostia, D. C., baggage 
checks of defendants for baggage destined to inter- 
state points, so long as such privilege is extended 
directly, or through agency of said defendants, to 
patrons located elsewhere in Washington, D. C. 

And it is further ordered, That as to defendants 
Adams Southern Express Co., and United 
States Express Co. the complaint be, and it hereby is, 


residences in 
said 


any 


Express Co., 


dismissed. 


PRESCRIBES LOWER BAR IRON RATE 


OPINION NO. 2103 
(I. C. C, Rep., 25.) 
MORRIS VS. ST. LOUIS & SAN 
RAILROAD CO. ET AL. 
1912. Decided 1912 


Rate of 40 cents per 100 pounds on bar iron in carloads from 
St. Louis, Mo., to Tulsa, Okla., found to be unreasonable, 
and unduly discriminatory as compared with a rate of 34 
cents per 100 pounds on sucker rods and pull rods, minimum 
weight 40,000 pounds Lower rate prescribed for the future 


-. 2 

J... W. 
Co. 

ax. ¢. 
Railway Co. 

John F. 


NO. 4510 


WwW. C, FRANCISCO 


Submitted June 19 Dec. 


Sutherland for complainant. 


Allen for Missouri, Kansas & Texas Railway 


Burnett for Atchison, Topeka & Santa F* 
Ryan for National Supply Co. 

Report of the Commission. 
COMMISSION: 


complainant is 


BY THE 

The 
manufacture 
cially 
used in the 


the 
commer- 


Okla., in 


articles, 


engaged at Tulsa, 


from bar iron of certain 


and pull rods, which 


His 
rate on 


are 
filed 
from 
points in that 
that the rate on 
34 cents per 100 


known as sucker rods 
petition, 


iron 


operation of oil wells. 
October 21, 1911, alleges that the 
St. Louis, Mo., to Okla., 
vicinity is 40 pounds; 
sucker 
pounds; 
rods to 
the Tulsa 
than the 
criminatory and 
pete with the 

rods in St. 

discrimination 
sought, 

Sucker 
iron in 
manufacture 
for connection 
bolt, which 
The average aggregate 
well is 1,800 feet. 

The complainant are car- 
load commodity rates, the from St. Louis being 
40 cents per 100 pounds on bar iron, subject to a mini- 
of 36,000 pounds, while the rate on the 
and pull rods, which it will be sufficient 

designate simply as rods, is 34 cents, 
minimum weight of 40,000 pounds. 


bar 
Tulsa, and 
cents per 100 
pull rods to 
and that the rates on the sucker rods and pull 
other Oklahoma points varies but slightly from 
that a material 
rate on the 


rods and Tulsa is 


rate; rate on the raw higher 


product 
renders it 


is grossly unfair and dis- 
him to 
and 
Removal of 
future 


com- 
pull 
the 


are 


impossible for 
sucker 
places. 


manufacturers of rods 


and other 


reasonable 


Louis 
and rates for the 
from bar 
In the process of 
headed and fitted 
use of a clamp and 
rod. 
of joined rods used in a 


and pull rods manufactured 


lengths of 


are 
several feet 
length of 
with 


each. 
each iron is 
other rods by 
essential parts of the 


length 


are complete 


rates referred to by the 
rate 


mum weight 

sucker rods 

to hereinafter 

subject to a 
Comparison of Various Rates. 

Complainant ships bar iron to Tulsa in both carloads 
and less than carloads. His shipments of rods from 
Tulsa are likewise made in both carloads and less than 
carloads. The complaint, however, goes only to the 
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rates on carload traffic 
the disadvantages 
the complainant 


alleged discrimination in the 
from St. Louis. As indicative of 
under which he conducts his business, 
submitted in evidence a statement of comparisons of the 
straight carload rates on rods from St. Louis and other 
points of origin to various points in Oklahoma with the 
combination of carload rates applicable on shipments 
to the same points which he must-pay to lay his rods 
down at these same Oklahoma points, the latter com- 
bination being made up of the carload rate on bar iron 
from St. earload rate on rods 
out of Tulsa to the points in question. The comparison 
of carload rates to the to which com- 
plainant ships and which are typical of the general situa- 
tion, is exhibited in the following table, which is made 
the petition: 


Louis to Tulsa, plus the 


principal points 


a part of 


Per 100 Pounds on Sucker Rods and Pull Rods 
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from the record. 
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rates from Tulsa are as 


record 


does not show whether rods are any of 


these points other than Robinson, rates set 
forth in the table that on traffic the 


complainant is at a marked disadvantage in competition 


indicate 


with any shipper of rods who may be shipping from the 
stated; this true from 
complainant buys his material. From 
observed, the variance is from 14 
It will also be noted that an equal 
and bar iron from St. Louis 
slight degree the conditions 
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points of origin particularly is 


St. Louis, where 
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cents to 
ization of 
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rods 
ameliorate only in 
which complainant alleges 
ness. That a higher rate on bar iron than on rods is 
common to the other points of origin referred to is 
apparent from the following comparison of the rates in 
to Tulsa: 
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34 36% 39 *47 
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This difference in favor of the rods does 
however, in the rates from the principal eastern points 
of manufacture to Tulsa, which are as follows: 
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The complainant’s witness admitted that no rods are 
manufactured in or are shipped from St. Louis, and that 
the nearest manufacturing plant is at Robinson, Ill. He 
testified, however, that it was proposed to move the 
Robinson plant to St. Louis, in which event the latter 
would be in a position to ship its rods into Tulsa or any 
point in Oklahoma, at from 7 to 25.4 cents per 100 
pounds less than the rate at which complainant could 
lay his rods down. The defendants deny that the rate 
situation is prejudicial to complainant and contend that 
as much of complainant’s traffic moves in less-than-car- 
load lots, the situation appears in a different light when 
the leSs-than-carload rates are considered, as set forth 
in an exhibit from which the less-than-carload rate situ- 
ation with respect to traffic to the destinations already 
selected appears below. 
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Compared with the rates on carload shipments, it 
appears that complainant pays but slightly more per 
100 pounds on less than carloads than on carload ship- 
ments, which evidently results from the narrow margin 
between the intrastate rates on carload and less-than- 
carload shipments. On the other hand, complainant’s 
competitor, shipping in less-than-carload lots from St. 
Louis, must pay a much higher rate than he would on 
carload lots. 

Complainant’s witness testified that during the past 
year he had shipped approximately 101 cars, of which 9 
were from the Pittsburgh district; 3 from Gary, Ind.; 88 
from St. Louis, and 1 from Vincennes, Ind. In the 
meantime, eastern manufacturers of rods have estab- 
lished branch houses in. Tulsa and other Oklahoma 
points, and at least one other manufacturing plant is 
now being established in Tulsa. 

It was further testified that no rods are shipped 
from St. Louis. Another witness representing eastern 
shippers of rods, testifying in behalf of defendants, stated 
that no rods were manufactured in the latter place. The 
inference we draw from the testimony is that such rods 
as are shipped from St. Louis are manufactured else- 
where. Robinson, Ill., is said to be the nearest point to 
St. Louis where rods are manufactured. 


Competitors Testify for Defendants. 


There is evidence in the record of competition be- 
tween complainant and the manufacturers and shippers 
of rods located at other points. A representative of the 


National Supply Co. of Toledo, O., and the National Sup- 
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ply Co. of Kansas, which have branch houses in Tulsa, 
appeared and testified in behalf of defendants. The com- 
panies mentioned manufacture rods in Toledo and ship 
them in large quantities to Tulsa and other Oklahoma 
points. This witness testified in respect of the so- 
called Pittsburgh basing-price theory, which was to 
the effect that base prices on bar iron and steel at any 
point are based on the current Pittsburgh price for the 
commodity plus the freight rate from Pittsburgh, Pa., 
to the point where the quotation is made or from which 
the iron or steel is shipped. The freight rate from 
Pittsburgh to the point of shipment is arbitrarily added 
to the price quoted by the seller, regardless of the 
actual point of shipment. Witness illustrated the prac- 
tice of the trade by stating that the rate on iron from 
Pittsburgh to Toledo is 13 cents per 100 pounds in car- 
loads; that, if he should buy his bar iron in Cleveland, 
O., which is perhaps his most accessible market of 
supply, the iron or steel would be sold at a delivered 
price in Toledo, and that price would be based on the 
market price of iron and steel bars in Pittsburgh plus 
the freight rate from Pittsburgh (instead of Cleveland) 
to Toledo. The rate on rods from Toledo to Tulsa is 
52 cents; therefore, witness testified, it costs his firm, 
or any other Toledo shipper, 65 cents per 100 pounds 
to lay down rods in carload lots at Tulsa. The witness 
made the deduction that as the rate from Pittsburgh to 
Tulsa on bar iron is 54 cents, the complainant or other 
Tulsa manufacturer must therefore have an advantage 
of 11 cents per 100 pounds in the freight rate as com- 
pared with the Toledo manufacturer of rods. The de- 
duction cannot be commended beuause it assumes that 
the Tulsa manufacturer buys his iron in Pittsburgh, 
whereas he buys chiefly in St, Louis, and insists that 
he has a right to buy there and to have a reasonable and 
non-discriminatory rate applied for the transportation 
of the iron to Tulsa. The deduction disregards the 
Pittsburgh base-price theory, because under that theory 
the Tulsa manufacturer buying iron in St. Louis buys 
it on basis of the Pittsburgh base price plus the freight 
rate from Pittsburgh of 22% cents added; in other 
words, he pays the Pittsburgh base price plus two 
freight rates—viz., 22% Pittsburgh to St. Louis, plus 
the rate of 40 cents from St. Louis to Tulsa, a total 
freight rate of 62% cents per 100 pounds on bar iron, as 
against the Toledo manufacturer’s total rate of 65 
cents on rods. Tuis witness testified further that the 
adjustment of rates on bar iron and rods was such 
that the outside manufacturer of the rods was prac- 
tically unable to compete with the local manufacturer 
at Tulsa, as a result of which he stated that he had, 
on behalf of his firm, opened negotiations with the rail- 
roads in an effort to have them make lower rates on 
rods into Tulsa, or else grant him a milling-in-transit 
privilege, as is done on structural iron and steel articles. 
He further stated that rods are manufactured at Robin- 
son, Ill., and that as the rate on the raw material from 
Pittsburgh to Robinson is 20 cents and the rate on rods 
from Robinson to Tulsa is 47 cents, the Robinson manu- 
facturer must therefore pay 67 cents to lay his rods 
down at Tulsa. Notwithstanding the freight rate on bar 
iron from St. Louis, where complainant buys his raw 
material, is 6 cents higher than the rate on rods, the 
witness testified that the adjustment still left him at a 
disadvantage, and claimed that he was unable to meet 
the local competition at Tulsa. He could offer no ex- 
planation of the fact, however, that a Tulsa jobber who 
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buys rods in Robinson and therefore, under the Pitts- 
burgh _basing-price system, pays a net freight rate of 67 
cents, or 2 cents more than his own rate of 65 cents, 
can and does actively sell rods in the territory tributary 
to Tulsa. He testified that the sales of his firm had 
declined in Oklahoma, and though his testimony directly 
implies that he believes this decline in his sales 
to be due to the rate adjustment, he yet admits that 
it might be due to other causes, as, for instance, to the 
fact that two other supply houses, dealing in rods, have 
lately been established in Tulsa and Bartlesville, Okla. 
A witness who is connected with a local firm testified 
that he shipped manufactured rods from both Toledo 
and Robinson and is in com- 
plainant. 


active competition with 


Dispute as to Basing-Price System, 

Competition is apparently keen, and the rate on bar 
iron from St. Louis to Tulsa is a matter of interest not 
only to the Tulsa manufacturer, but also to the outside 
shipper of manufactured rods who has entered the field. 
The complainant denies that the trade practice, which 
for convenience we have termed the Pittsburgh basing- 
price system, is applicable to iron purchased in markets 
other than Pittsburgh, although he admits that it gov- 
erns the prices of steel. Upon the question of its appli- 
cation to iron as distinguished from steel there is posi- 
tive disagreement between the complainant and the wit- 
ness, who, representing the Toledo manufacturers, testi- 
fied in behalf of defendants. 

Whether or not the Pittsburgh basing-price system 
does apply on both iron and steel throughout the terri- 
tory east of the Mississippi River is not a material 
issue in this case, but, assuming that it does, it is inter- 
esting to note its effect on competition so far as the 
latter is affected by the freight-rate situation. The 
result of combining the rates on bar iron from Pitts- 
burgh territory with the rate on rods from the points of 
shipment most frequently referred to by the parties 
is shown in the following tables: 


Rates in Cents Per 100 Pounds on Bar Iron and Steel in Car- 
loads from Pittsburgh, McKeesport and Oil City, Pa. 


To— 
Toledo. Robinson. St. Louis, Tulsa. 
22% 54 


Bar iron and steel, carloads... 13 20 


Rates in Cents Per 100 Pounds in Carloads on Rods to 
Tulsa, Okla. 
From— 
Pittsburgh. Toledo. Robinson. St. Louis. 
5614 52 47 34 


Rods, carloads 56% 


It is apparent that if the freight rates from Pitts- 
burgh to points of actual shipment be added to the 
transportation rate from such points of actual shipment, 
the Tulsa manufacturer buying iron at St. Louis must 
pay a net freight rate of 62%4 cents on his raw material, 
and the eastern manufacturers find their freight charges 
on rods laid down in Tulsa to be as follows: 

From— 
Pittsburgh 
territory. Toledo. Robinson. St. Louis. 
56% 65 67 56 

It will be noted from this joinder of the rates that 
a manufacturer in St. Louis would be on an equality 
with the Pittsburgh manufacturer in the matter of net 
freight rates, and that the latter does and the former 
could lay his rods down in Tulsa at a materially less 
price than the Tulsa manufacturer must pay on bar iron 
bought and shipped from St. Louis. Perhaps this rate 
situation may be the basis of the reported project to 
remove the Robinson plant to St.-Louis. It also appears 
that the manufacturer shipping rods from Toledo or 
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Robinson is not at any marked disadvantage in com- 
petition with the Tulsa manufacturer. Under this sys- 
tem of basing prices it would seem to be the obviously 
practical thing for complainant to buy his raw material 
in Pittsburgh territory, from which markets his net 
freight rate is only 54 cents. The differential in the 
rate between bar iron and manufactured rods, already 
noted as applying in favor of rods shipped from St. 
Louis, Chicago, Peoria, Robinson and Memphis, is shown 
to be carried back as far as Toledo, although from the 
principal iron and steel shipping points in Pittsburgh ter- 
ritory the situation is reversed and a lower rate ob- 
tains on the bar iron than on the rods manufactured 
therefrom. 
Testimony Obscures the Issue. 

We have not been greatly aided by the testimony 
offered on behalf of the defendant, particularly that 
offered by the representative of the eastern manufac- 
turers. While it is instructive as to the influences which 
probably have affected the general rate adjustment, its 
whole trend has been to’create a complex situation and 
to obscure the real issue, and we have adverted to it 
only because it suggests that artificial conditions are 
responsible for the anomalous adjustment of rates. As 
was said in Grand Junction Mining & Fuel Co. vs. 
C. M. Ry. Co., 16 I. C. C., 452, the Commission cannot 
indulge in speculation as to the motives which actuate 
carriers in fixing an adjustment of freight rates as be- 
tween various points of origin. 

There is no question here of the complainant seeking 
to have a natural disadvantage of location equalized in 
the freight rate. Rods and bar iron, the raw material 
from which they are manufactured, are competitive in 
Tulsa. Both may originate in the same markets, and 
unquestionably a fair and just relation should obtain in 
fixing the rates for the transportation of the respective 
articles from the same markets. We are convinced that 
the rate on bar iron is not only unjustly discriminatory, 
but that the relation of rates in issue is without justi- 
fication and indefensible. 

Yield in Excess of Average. 

The reasonableness of the bar-iron rate is depend- 
ent, of course, upon circumstances pertaining to its 
transportation. The distance from St. Louis to Tulsa 
via the Missouri, Kansas & Texas Railway is 428 miles 
and the rate yields 1.87 cents per ton-mile. Via the 
route of the Frisco and Santa Fe railways the distance 
is approximately 475 miles and the rate per ton-mile 
1.68 cents. No suggestion is made of any unusual con- 
ditions of operation, and we do not understand that 
there are any. The risk involved in the transportation 
is negligible. By the rate-per-ton-mile test, distance 
considered, the 40-cent rate seems high, and it is, in 
fact, very much higher than the average per-ton-mile 
rate earned by these roads, all commodities considered. 
It yields a revenue of $8 per ton for an average haul 
of approximately 450 miles, which is greatly in excess 
of the average receipts per ton of al] freight carried. 
The defendants carry brick and ore to Bartlesville, 
practically the same distance and under substantially 
similar circumstances, at 12% cents per 100 pounds in 
carloads, minimum weight 50,000 pounds. To Tulsa, acid 
phosphate is transported at a rate of 22 cents, minimum 
carload weight 50,000 pounds; while junk (cullets) is 
earried at a rate of 15 cents upon a minimum of 40,000 
pounds. Soda ash pays 17 cents and stone a rate of 
20 cents to Tulsa, minimum weight on each commodity 
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50,000 pounds. While the minima on these commodities 
are somewhat higher, the risk is fully as great, if not 
greater, than on bar iron, and the per-car earnings are 
less. Though we are convinced that the bar-iron rate 
from St. Louis to Tulsa is unreasonable and unduly dis- 
criminatory in itself, we cannot, however, in fixing the 
rate for the future, wholly disregard the adjustment, ill 
balanced as it seems to be, which obtains in respect of 
the rates from other points not in issue here and upon 
which the record throws little light. The proportional 
rate from Pittsburgh to St. Louis on traffic destined to 
beyond is 22% cents, and the through rate from Pitts- 
burgh to Tulsa 54 cents; 31% cents accrues west of the 
river. We shall not reduce the rate from St. Louis to 
such an extent that the aggregate of the resulting fac- 
tors to and from the river will make less than the joint 
through rate from Pittsburgh, the reasonableness of 
which is not directly in issue, but we are of the opinion, 
and so find, that a reasonable rate on bar iron from St. 
Louis to Tulsa should not exceed 31% cents upon a 
minimum carload weight of 40,000 pounds. 

An order will be entered in accordance with these 
conclusions. 





ORDER. 


This case being at issue upon complaint and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required, on or before 
March 1, 1913, to cease and desist, and for a period of 
two years thereafter to abstain, from charging, demand- 
ing, collecting or receiving their present rate for the 
transportation of bar iron and steel in carloads from St. 
Louis, Mo., to Tulsa, Okla., which said rate is found in 
said report to be unreasonable. 

It is further ordered, That the above-named defend- 
ants be, and they are hereby, required to establish, on 
or before March: 1, 1913, upon notice to the Interstate 
Commerce Commission and the general public by not 
less than five days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, 
and for a period of two years after said March 1, 1913, 
to maintain and apply to the transportation of bar iron 
and steel in carloads from St. Louis, Mo., to Tulsa, 
Okla., a rate not in excess of 31% cents per 100 pounds 
upon a minimum carload weight of 40,000 pounds, which 
said rate is found in said report to be reasonable. 


JOINT RATES UNREASONABLE 


—— + 


OPINION NO. 2105 
(25 I. C. C. Rep., P. 429.) 


ARABOL MANUFACTURING CO. VS. SOUTH BROOK- 
LYN RAILWAY CO. ET AL. 


Submitted Oct, 4, 1911. Decided Dec. 9, 1912. 


CASE NO. 4157 


Joint rates for the transportation of seventeen carloads of siz- 


ing from Bedford, N. Y., via Weehawken, N. J., to Carth- 
age and other New York points found to have been unrea- 
sonable to the extent that they exceeded the aggregate of 
the intermediate rates. Reparation awarded. 


G. W. Darling for complainant. 
A. R. Piper for South Brooklyn Railway Co. 
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Jacob Aronson for New York Central & Hudson River 
Railroad Co. 

Report of the Commission. 
BY THE COMMISSION: 

Complainant, a corporation engaged in the manufac- 
ture of pastes, glues, starches and sizings in the borough 
of Brooklyn, N. Y., filed its petition and amendment 
thereto June 7 and August 4, 1911, respectively, alleging 
that it was charged unreasonable rates for the trans- 
portation of certain carloads of sizing from Bedford, 
N. Y., to the several points hereinafter mentioned. Rep- 
aration is sought. 

On June 30, 1909, and on various dates thereafter, to 
and including Nov. 6, 1909, complainant shipped over de- 
fendant’s lines from Bedford, N. Y., via Weehawken, N. J., 
to the several points named below 17 carloads of sizing, 
as follows: To Carthage, Brownville and Port Leyden, 
N. Y., nine carloads of the aggregate weight of 410,239 
pounds, for which transportation charges were collected 
by defendants at a rate of 18 cents per 100 pounds, 
amounting to the sum of $738.44; to Watertown, N. Y., 
two carloads, of the combined weight of 90,303 pounds, 
for which transportation charges were collected by de- 
fendants at a rate of 20 cents per 100 pounds, amounting 
to the sum of $180.61; to Canton, N. Y., three carloads, 
of the aggregate weight of 136,472 pounds, for which 
transportation charges were collected by defendants at 
a rate of 19 cents per 100 pounds, amounting to. the.sum 
of $259.31, and one carload, of the weight of 45,068 pounds, 
for which transportation charges were collected by de- 
fendants at a rate of 20 cents per 100 pounds, amounting 
to the sum of $90.14; to Gouverneur and Malone, N. Y., 
one carload each, of the combined weight of 89,535 pounds, 
for which transportation charges were collected by de- 
fendants at a rate of 19 cents per 190 pounds, amounting 
to the sum of $170.10. 

The rates applied were the published through rates 
in force at the time, except as to the shipments to Water- 
town, on which the through rate was 18 cents instead of 
20 cents as charged, and one of the shipments to Canton, 
of the weight of 45,221 pounds, as to which the rate 
was 20 cents instead of 19 cents as charged. There was 
therefore an overcharge on the Watertown shipments of 
$18.06, and an undercharge on the Canton shipment of 
$4.51, or a net overcharge of $13.55 on the shipments as 
a whole. 

During the period covered by the shipments there 
were published intermediate rates on the traffic from and 
to the points involved, the combination of which were 
less than the through rates charged. They consisted of 
a rate of 53 cents per ton, or 2.65 cents per 100 pounds, 
from Bedford to Bush Docks, Junction, N. Y., and rates 
beyond to the several destination points, as follows: 
13 cents per 100 pounds to Carthage, Brownville, Water- 
town and Port Leyden; 14 cents per 100 pounds to Can- 
ton and Malone, and 13% cents per 100 pounds to Gou- 
erneur. The tariff naming the rate of 53 cents per ton 
from Bedford to Bush Docks Junction contains a general 
provision to the effect that rates named therein shall 
apply on shipments moving to or from Bush Docks Junc- 
tion, Bush Terminal Co., and connections beyond, only 
when no through published rates are in effect. The com- 
binations of intermediate rates made 15.65 cents to Car- 
thage, Brownville, Watertown and Port Leyden; 16.65 
cents to Canton and Malone, and 16.15 cents to Gouverneur. 
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Complainant contend that the charges were unreasonable 
to the extent that they exceeded such combinations. 

By tariff, effective Dec. 15, 1909, defendants reduced 
the joint through rates from Bedford te the several des- 
tination points to levels slightly lower than the combina- 
follows: To Carthage, 

Leyden, 15 cents per 
cents per 100 
100 pounds. 


rates, as 
Port 
Malone, 16 
15% cents per 


intermediate 

Watertown 
Canton 

Gouverneur, 


tions of 
Brownville, 
100 pounds; to 


and 
and 
pounds, and to 
These rates are now in force. 

Defendants’ contention is, in substance, that the tariff 
provision authorizing the application of the rate of 53 
cents per ton to shipments for beyond Bush Docks Junc- 
tion only in the absence of through published rates, has 
the provision of the 
any 


without 
carriers to 


the effect to take the case 


which forbids charge 


fourth section, 
greater compensation as a through route than the aggre- 
This 


pro- 


subject to the act. 
that but for the 


intermediate rates 
implies 


gate of the 
contention is unsound. It 
vision referred to the combinations of intermediate rates 
might have been lawfully applied to the shipments not- 


withstanding the published through rates, whereas the 
contrary is true. The joint through rates would have 
been the rates lawfully applicable under the tariffs in 


the absence of a provision like the one in question, and 


the principle involved therefore is the same as though 


the tariff had contained no such provision. 

We are of opinion and find 
were unreasonable to the extent 
combination of intermediate rates relied on by complain- 
ant. We further that complainant made the ship 
ments in accordance with the foregoing statements of 
facts and paid charges thereon as set forth; that it has 
exceeded the 


that the rates charged 


that they exceeded the 


find 


been damaged in so far as said charges 
amount that would have been collected on the basis found 
will therefore be awarded as 


Brownville, 


reasonable, and reparation 
follows: On the shipments to Carthage, 
Watertown and Port Leyden, in the sum of $135.70, with 
from Dec. 1 1909, includes the over- 
on the shipments to Canton and Ma- 
said date, 


interest which 
charge referred to; 
lone, in the sum of $57.69, with interest 
and on the shipment to Gouverneur, in the sum of $12.76, 
date. An order will be entered 


from 


with interest from said 
accordingly. 


ORDER. 
This case being at issue upon complaint and answers 
heard and submitted by 
of the matters and 
the Commission 


on file, and having been duly 
the parties, investigation 
things involved having had, 
having, on the date hereof, made and filed a report 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the 
and they are hereby, authorized and directed to pay, on 
or before March 1, 1913, unto complainant, the Arabol 
Manufacturing Co., the sum of $206.15, with interest 
thereon at the rate of 6 per cent per annum from Dec. 
1, 1909, as reparation on account of rates charged for 
the transportation of 17 carloads of sizing from Bedford, 
N. Y., via Weehawken, N. J., to Carthage, Brownville, 
Watertown, Port Leyden, Canton, Malone and Gouverneur, 
N. Y., which rates so charged have been found to have 
been unreasonable, as more fully and at large appears 


in and by said report of the Commission. 


and full 
been and 


con- 


above-named defendants be, 
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DISMISSES COMPLAINT 


CASE NO. 4446 OPINION NO. 2106 
(25 I. C. C. Rep., P. 432.) 

FORD MANUFACTURING CO. VS. ILLINOIS CENTRAL 
RAILROAD CO. ET AL. 


Submitted April 26, 1912. Decided Dec. 1912. 
transportation of 


Rate of 22% cents per 100 pounds for the 
Can., not 


roofing paper from Vandalia, Ill., to Toronto, 
found to be unreasonable. Complaint dismissed. 


3. F. Fuller for complainant. 

A. P. Humburg for Illinois Central Railroad Co. 

G. W. Kretzinger, Jr., for Grand Trunk Western Rail- 
way Co. and Grand Trunk Railway Co. of Canada. 
Report of the Commission. 


BY THE COMMISSION: 

corporation engaged in manufac- 
turing roofing Vandalia, Ill. By petition, filed 
Sept. 27, 1911, it alleges that the rate of 22% cents per 
100 pounds charged by defendants for the transportation 
Canada, is 


Complainant is a 
papers at 


Vandalia to Toronto, 


Reparation is asked. 


of roofing paper from 


unjust and unreasonable. 

On June 14, 1911, July 14, 1911, 
shipped over the lines of defendants from 
Toronto two carloads of roofing paper aggregating 61,800 
pounds, on charges in the sum of 
$139.05, at the rate of 22% Com- 
plainant that the 
to the extent that it exceeds 15% cents, which is the rate 


complainant 
Vandalia to 


and 


which were collected 


cents per 100 pounds. 


alleges rate charged is unreasonable 


on roofing paper from Vandalia to Buffalo, N. Y. It is 
contended that the class rates in Official Classification 


territory being the same to Toronto as they are to Buf- 
falo, and the distance from Vandalia to Toronto approxi- 
Vandalia to Buffalo, the rate 


mately the from 


should be the same. 


Same as 


The 22%-cent rate to Toronto is the fifth class rate, 


while the 15%-cent rate to Buffalo is a commodity rate, 


being 83% per cent of the sixth class rate. From Van- 
dalia to Toronto there are two routes via the Illinois 
Central Railroad, one via Harvey, Ill., or Chicago, IIl., 


thence via Grand Trunk through Port Huron, 
Mich., the other via Chicago or Tolono, IIl., in connection 
with the Wabash Railroad, Canadian Pacific Railway and 
By the former route the distance 


system 


Grand Trunk system. 


is 695 miles, via the latter 672 miles. There are eight 
trunk lines leading from Chicago to Buffalo via all of 


applies its through 
from Van- 
The rate basis from Van- 
prevails 


which the Illinois Central Railroad Co. 
rate from Vandalia. The short-line 

dalia to Buffalo is 636.5 miles. 
dalia to Buffalo, 8344 per cent of 
throughout Central Freight Association territory west of 


distance 


sixth class, 


Buffalo and Pittsburgh, Pa., on and east of the Mis- 
sissippi River and north of the Ohio River, but not in 
Canada or to or from Canada. Defendants assert this 
basis became effective from Vandalia Oct. 1, 1909, and 
that it was brought about by competition within the 
United States. It is said that there were certain com- 


modity rates from Lockport, N. Y., to points in Central 
Freight Association territory less than sixth class, which 
first brought about a reduction in the rates from Erie. 
Pa., followed by a reduction in the rates from the Miami 
Valley, Carlyle, East St. Louis and Vandalia, Il., and 
other producing points within Central Freight Association 
territory. Defendants contend that in competition with 
the shorter and more direct lines operating through the 
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United States south of Lake Erie they were compeHed 
to meet the rate to Buffalo. 

The present fifth class rate to Toronto has been in 
effect for many years. The combined earnings of the 
three defendants on this traffic amount to 6.5 mills per ton 
per mile, 

Complainant testified that its competitors were lo- 
cated at Chicago, Ill., Erie, Pa.,; Lockport and Tonawanda, 
N. Y., and points in the vicinity of Boston, Mass., and 
New York City. It is stated of record that no manufac- 
turer of roofing paper in the United States can ship into 
Canada at less than the fifth class rate. 

From an examination of all the facts and circum- 
stances, we are unable to find that the rate in question 
is unreasonable, and an order will be entered dismissing 
the complaint. 


MINIMUM DEPENDS ON CAPACITY 


RIVERSIDE MILLS VS. GEORGIA RAILROAD ET AL. 
CASE NO. 4522 OPINION NO. 2107 


(25 I. C. C. Rep., P. 434.) 


Submitted June 19, 1912. Decided Dec. 9, 1912. 


Charges collected for the transportation of two shipments of 
cotton-factory sweepings from Augusta, Ga., to Lockland, 
O., found to have been unreasonable. Reparation awarded. 


>» Carload minimum weights should be established with refer- 
ence to the loading capacity of the car. If carriers desire 
to protect themselves from unduly low charges per car, 
they should do so by regulating the rate, and not by pre- 
scribing minimum weights which can only be loaded in 
cars of unusual size. 

It is incumbent upon carriers to furnish cars that will ordi- 
narily contain the minimum weight which they have estab- 
lished, or to publish a rule that will provide for charging 
shippers on that basis, when unable to furnish such cars. 

R. J. Southall for complainant. 

R. Walton Moore and M. P. Callaway for Georgia 
Railroad; Western & Atlantic Railroad; Nashville, Chat- 
tanooga & St. Louis Railway, and Cincinnati, New Orleans 
& Texas Pacific Railway Co. 

Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged at Augusta, Ga., 
in the manufacture of cotton goods. By petition, filed 
Oct. 30, 1911, it is alleged that unreasonable charges were 
collected by defendants for the transportation of two ship- 
ments of cotton-factory swepings from Augusta, Ga., to 
Lockland, O. Reparation is asked. 

On Jan. 25 and 26, 1911, complainant made shipments 
of 200 and 100 bales, respectively, of cotton-factory sweep- 
ings, from Augusta to Lockland. The first shipment was 
loaded in five cars, and the second in three cars. The 
aggregate weight of the shipments was 165,204 pounds, 
and charges in the sum of $420.94 were collected, based 
upon a rate of 20 cents per 100 pounds. The tariff named 
a minimum weight of 30,000 pounds, applicable to cars 
of any size, and was governed by Southern Classification, 
which provided as follows: 


The first car and all succeeding cars, except the last, must 

fully loaded and charged for on basis of carload rate and at 
tual weight, but at not less than the established minimum 
veight per car, according to length, for each car used. 

The remainder of the consignment, if loaded in one box 
ir, shall be charged for at actual weight and at carload rate. 


In accordance with the above rule the minimum 
weight of 30,000 pounds was applied on each car used, 
except that on the last car of each shipment actual weight 
was charged for. 

Complainant alleges that 50-foot cars were ordered, 
and contends that the charges assessed were unreason- 
able to the extent that the exceeded charges that would 
have accrued had 50-foot cars been furnished. 
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The evidence shows that in pursuance of complain- 
ant’s usual custom, orders were placed in one case for 
four 50-foot or five 36-foot cars, and in the other for two 
50-foot or three 36-foot cars. Orders couched in such 
terms cannot be regarded as orders for cars of specific 
size or dimensions, but afford carriers the alternative of 
supplying either one size or the other. In these instances, 
defendants, finding it impracticable to furnish the smaller 
number of large cars met the alternative requirements 
and filled the order with the larger number of smaller cars. 

This is not a case which involves the application of 
the rule laid down in several previous cases, where a 
large car was ordered and two smaller ones furnished 
in lieu thereof, and where we held that carriers should 
protect shippers on the basis of the minimum weight 
applicable to the car ordered. Our decisions in those 
cases were predicated upon the fact that the carriers’ 
tariffs provided varying minima, according to size of car, 
whereby they held themselves out as prepared to furnish 
cars of various sizes and apply charges based upon the 
size of car desired by the shipper, thus conferring upon 
the shipper a legal right to demand a car of certain size 
and to have charges assessed accordingly. As above 
stated, the minimum weight in this case was applicable 
to cars of any size. 


However, we have heretofore held that ordinarily car- 
load minimum weights should be established with ref- 
erence to the loading capacity of the car. If carriers 
desire to protect themselves from unduly low charges 
per car they should do so by regulating the rate and 
not by prescribing arbitrary minimum weights which can 


‘only be loaded in cars of unusual size. It appears that 


the initial carrier was aware of the fact that 50-foot cars 
were required to accommodate the minimum weight of 
30,000 pounds on the commodity in question, and, having 
voluntarily established that minimum, irrespective of the 
size of car ordered by the shipper it was incumbent upon 
defendants to furnish equipment into which the minimum 
weight could ordinarily be loaded. 


The question of the reasonableness of the minimum 
weight is not directly involved, but it is evident that 
the cause of complaints of this nature can be removed 
by defendants establishing a rule that will in all cases 
protect shippers in case it is impossible to furnish cars 
of sufficient size to accommodate the prescribed minimum 
weight, or by prescribing a graduated scale of minimum 
weights, based upon the loading capacities of cars of 
various sizes. Under the present basis a shipper cannot 
definitely determine in advance of shipment what the 
freight charges will be, and it is also productive of dis- 
crimination, for the carrier may at one time or for one 
shipper be able to furnish equipment capable of holding 
the prescribed minimum weight and in other cases find 
it impossible to accommodate shippers with cars of suffi- 
cient size. 

Upon consideration of all the facts and circumstances, 
we are of the opinion and find that the charges collected 
for the transportation of complainant’s shipments were 
unreasonable to the extent that they exceeded charges 
that would have accrued had defendants furnished cars 
of sufficient size to accommodate the minimum weight of 
30,000 pounds. 

We further find that complainant made the shipments 
and paid charges thereon in accordance with the fore- 
going statements of facts; that it has been damaged to 
the extent of the difference between the amounts which 
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it did pay and the amounts which it would have paid 
had cars been furnished into which the prescribed mini- 
mum weight could have been loaded; and that it is there- 
fore entitled to an award of reparation in the sum of 
$90.53, with interest from Aug. 28, 1911. Im the expect- 
ancy that defendants will at once provide tariff regula- 
tions that will remedy the present situation, no order 
respecting the future will be entered at this time. An 
with the conclusions 


order will be entered in accordance 


herein announced. 


ORDER. 
This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 


involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 


its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, authorized and directed to pay unto 
complainant, Riverside Mills, on or before March 1, 1913, 
the sum of $90.53, with interest thereon at the rate of 
6 per cent per annum, from Aug. 28, 1911, as reparation 
on account of charges exacted for the transportation of 
two shipments of cotton-factory sweepings, from Augusta, 
Ga., to Lockland, O., which charges so exacted have been 
found unreasonable, as more fully and at large appears 
in and by said report of the Commission. 





LUMBER CHARGE TOO HIGH 


CASE NO. 4339 OPINION NO. 2108 


26. I. C. C. Rep., P. 437.) 
CHARLES R. BALL LUMBER CO. VS. TEXAS & PA- 
CIFIC RAILWAY CoO. ET AL. 
Submitted Nov. 10, 1911. Decided Dec. 2, 1912. 


Charges for the transportation of lumber and crossties from 
points in Louisiana to Acme, Tex., found to have been un- 
reasonable. Reparation awarded. 

Emerson Bentley for complainant. 
F. M. Williams for Texas & Pacific Railway Co. and 

Fort Worth & Denver City Railway Co. 

Charles H. Sommer for Quanah, Acme & Pacific Rail- 


way Co. 
J. D. Wilkinson for Mansfield Railway & Transporta- 
tion Co. 
Report of the Commission. 
BY THE COMMISSION: 


Complainant is a corporation, with place of business 
at Shreveport, La., and is engaged in buying and selling 
lumber and By petition, filed Aug. 24, 1911, it 
alleges that unreasonable rates were charged by defend- 
ants for the transportation of 30 cars of pine lumber and 
crossties moving during the period from June to October, 
1909, points in Louisiana west of Alexandria to 
Acme, Reparation is asked. The claim was first 
fled with the Commission May 31, 1911. 

During the period named the complainant forwarded 
rom various points in Louisiana, over the lines of de- 
‘endants, to Acme, 30 carloads of pine lumber and cross- 
les, for the transportation of which the defendants col- 
ected charges in the aggregate sum of $4,466.19, based 
aa rate of 27% cents per 100 pounds. This rate was 
ade up of 22% cents from the several points of origin 
) Quanah, Tex., and 5 ¢ents, Quanah to Acme. The ship- 


crossties. 


from 
Tex 
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ments were routed by complainant, or by its direction, 
via “Fort Worth, Ft. W. & D.C. & Q. A. & P. at Quanah.” 
The route of movement was via the Texas & Pacific 
Railway to Fort Worth; Fort Worth & Denver City Rail- 
way to Quanah, and Quanah, Acme & Pacific Railway to 
Acme. At the same time there was in effect via the line of 
the Texas & Pacific and Fort Worth & Denver City rail 
ways from all points of origin to Acme a rate of 21% cents, 
except from Mansfield, La., where one of the shipments 
originated, from which point the rate was 22% cents. 
The load shipped from Mansfield weighed 42,200 pounds; 
the other 29 cars in the aggregate 1,581,820 pounds. 

The shipments were all consigned to the Pacific Con 
struction Co., and the record establishes that the lumber 
was designed for construction work on an extension of 
the Quanah, Acme & Pacific, and that it was on the re 
quest of the latter company that the shipments were 
routed by complainant. While this company appears as 
as the terminal or delivering carrier, the haul from Quanah 
to Acme was, in fact, over the rails of the Fort Worth 
& Denver City, with company the Quanah, Acme 
& Pacific had a trackage agreement. 


which 


We have frequently held that a shipper is bound b) 
his routing instructions and that merely because there 
was a route over which he might have sent his shipment 
at a lower rate he has not subjected to unreason 
able charges. This principle controls in all cases where 
no showing is made that the rate applicable over the 
route of movement was unreasonable. In this case com 
plainant alleges, defendants admit, and the evidence es 
tablishes, that the rate charged on the shipments 
unreasonable. The shipments moved from points of origin 
to destination over precisely the same rails they would 
have moved over had complainant tendered them un- 
routed or directed Fort Worth & Denver City delivery 
instead of Quanah, Acme & Pacific delivery. After the 
shipments moved the 21%-cent rate was made effective 
whereby delivery could be made at Acme by either car- 
rier. The evidence further shows that complainant paid 
the higher charge, inasmuch as the freight charges were 
deducted from its invoices to the purchaser. 


been 


was 


Under all the circumstances of this case, we are of 
opinion and find that the rate charged on the shipments 
in question was unreasonable to the extent that it ex 
ceeded 21% cents from all points of origin except Mans 


field, La., and that the rate from the latter point was 
unreasonable to the extent it exceeded 22% cents. We 
further find that complainant made the shipments i 
accordance with the foregoing statement of facts and 


paid charges thereon at the rates found herein to have 


been unreasonable; that it has been damaged to th: 
extent of the difference between the amount which 


did pay and the amount it would have paid at the rate 
herein found reasonable: and that it is therefore entitled 
to an award of reparation in the sum of $988.64, wit! 
interest from Nov. 1, 1909, on shipments from points 
origin other than Mansfield, and in the sum of $21.11 
with interest from Sept. 1, 1909, on the shipment fron 
Mansfield. As the lower rate has been in effect for tw 
years, no order for the future will be entered. 


ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters 
things involved having been had, and the Commission 


and 
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having, on the date hereof, made and filed a report con- 


taining its findings of fact and conclusions thereon, which 
said report igs hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants be, 
ind they are hereby, authorized and directed to pay unto 
the complainant, Charles R. Ball Lumber Co., on or before 
Feb. 15, 1913, the sum of §21.11, with interest thereon 
it the rate of 6 per cent per annum from Sept. 1, 1909, as 
reparation on account of a rate charged complainant for 
the transportation of one carload of pine lumber from 
Mansfield, La., to Acme, Tex., which rate so charged has 
been found to have been unreasonable, as more fully and 
at large appears in and by saifl report of the Commission. 

It is further ordered, That fefenfants the Texas & 
Pacific Railway Co., Fort Worth & Denver City Railway 
Co. and Quanah, Acme & Pacific Railway Co. be, and they 
are hereby, authorized and directeii to pay unto the com- 
plainant, Charles R. Ball Lumber Co., on or before Feb. 
ib, 1913, the sum of $983.64, with interest thereon at 
the rate of 6 per cent per annum from Nov. j, 1909, as 
reparation on account of rates charged complainant for 
the tarnsportation of cetrain shipments of pine lumber 
anf crossties from Russell's Spur, Montrose, Zimmerman, 
Provencal and Natchez, in the state of Louisiana, to 
Acme, Tex., which rates bo charged have been found to 
have been unreasonable, as more fully and at iarge ap 
pears in and by said report of the Commission. 


DERRICK CAUSES DELAY 


CASE NO. 4541 DPINION NO. 2108 


(25 1. C. C. Rep, P. 439.) 
BENISCH BROTHERS V8. LONG ISLAND RATLROAD 
co. 


Submitted May 10, 1912. Derifed December 2, 1912. 


Defendant has a hand derrick at its Atkins yards, East New 
York, for unloading heavy freight, that is not of sufficient 
capacity to unload all the heavy freight received there 
within 48 hours of arrival. Collection of demurrage and 
track-storage charges on heavy freight which was delayed 
in unloading beyond that time, under such circumstances, 
found unreasonable. Reparation awarded. 


H. L. Davis for complainants. 

J. F. Keany for defendant. 

Report of the Commission. 
BY THE COMMISSION: 

Complainants are engagefi in the eranite anfi stone 
business at Hast New York, Brooklyn, N. ¥. By petition, 
filed Nov. 8, 1911, they allege that flefendant unjustly 
and unreasonably collected the sum of §1 for demurrage 
and $1 for track storage on a carload of granite which 
was shipped from Barre, Yt., to East New York about 
July 1, 1910. 

Most of complainants’ shipments pf granite come by 
water from an island off the coast of Maine and are re- 
ceived by defendant at its rail-ends at Long Island City, 
N. Y., where the stone is loaded upon cars and hauled 
to its Atkins yards in Hast New York. Such shipments 
as do not move by water come by rail from points of 
origin in other states and are delivered at the same yard. 
The Long Island Railroad Co. owns no fiat cars that can 
be used for this traffic, and unless fiat cars belonging to 
other companies are available the granite shipments are 
loaded into gondola cars, which cannot be unloaded with- 
out the use of a derrick. The blocks of stone weigh 
several tons each and require equipment suitable for un- 
loading heavy weights. Defendant has a hand-power der- 
ricik at its Atkins yard which is used by all receivers 
of heavy freight at that point, including complainant. 
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It frequently happens that the demand for the use of 
the derrick by shippers is so great that it is impossible 
to unload all cars of heavy freight within 48 hours of 
their arrival, and demurrage and track-storage charges 
are assessed against those that must wait beyond that 
period. 

This complaint was brought to test the reasonable- 
ness of demurrage and track-storage charges on cars that 
are delayed in unloading under such circumstances. Com- 
plainants allege that the inadequacy of the unloading 
facilities at the Atkins yard has been frequently brought 
to the attention of defendant by them, but no effort has 
been made to improve the conditions. Complainants have 
offered to erect and maintain their own derrick, if a 
suitable location in the yard is granted them, adjacent to 
a paved roadway. 

The attitufe pf the railroad company as expressed 
at the hearing was that a derrick is a “luxury” to be 
supplied or withheld at a particular point at the will of 
the carrier, and that if a derrick is furnished at a station 
receivers of freight must take their chances on being able 
to unload heavy shipments with its aid during the free 
time and that no additional free time for cars delayed by 
inadequacy of this character of equipment should be 
granted. 


The car containing the shipment in question arrived 
in the Atkins yard on July 25, 1910, at a time when many 
cars of heavy freight were there waiting to be unloaded, 
and, although it is a type of car that might be unloaded 
without the use of a derrick, it was so placed on the 
track that its iading could not be removed without sus- 
pending the unloading of other cars at the derrick It 
was not unjoaded during the free time, and after the ex- 
piration of that period was placed and unloaded with the 
derrick and released July 29. It was under these cir- 
cumstances that charges of $2 for demurrage and $2 
for track storage were imposed. Complainants ask for 
the return of the demurrage and track-storage charges 
vroliected for one day, or $2. 

it is clearly shown that one hand derrick is not suffi- 
eient for the business at the Atkins yard, and that this 
caused the delay which resulted in the assessment of 
the demurrage complained of. 


Defendant has provided the derrick and it has become 
a facility for the delivery of shipments. All receivers of 
shipments at that point for which the derrick is neces- 
Bary in unloading have the right to use it without dis- 
crimination. The receiver cannot use the derrick except 
when defendant places his car where he can reach it 
with the derrick. The receiver whose car has not been 
60 placed and who is ready to unload it when it is placed 
is not responsible for the fact that others are using the 
derrick or that the cars of others are so placed by de- 
fendant that he cannot unload his car. We do not think 
that the derrick is a luxury. But even if it were the 
receiver cannot be penalized for not using it when de- 
fendant and other receivers make it impossiible for him 
to use it. 


It is our conclusion that the car in question was not 
placed for unloading until it was placed adjacent to the 
derrick and that the assessment of demurrage and track- 
storage charges prior to such placement was unjust and 
unreasonable. Defendant will be required to cease and 
desist from assessing such charges upon shipments of 
stone of the character herein involved until the free time 
has expired after the placement of said shipments ad- 
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jacent to the derrick provided for unloading such ship- 
be that the free time allowed after the 
the derrick ought to be shorter than 
The facilities are 
secured therefrom. 


ments. It may 


car is placed at 
that ordinarily allowed for unloading. 
limited and full efficiency should be 

We further find that complainants paid the demur- 
track-storage charges in accordance with the 
have been damaged to 


rage and 
foregoing statement of facts and 
the extent of the charges so collected for one day, and are 
therefore entitled to an award of reparation in the sum 
of $2, 
1910. 

An order 


with interest thereon from the 16th day of August, 


will be issued in accordance with these 


findings 


ORDER. 

issue upon complaint and answer 
heard and submitted by 
and 
Commission 


This case being at 


on file, and having been duly 


and full investigation of the 
involved having had, and the 
the date hereof, made and filed a report con- 


the parties, matters 
things 
having, on 


taining its findings of fact and conclusions thereon, which 


been 


said report is hereby referred to and made a part hereof: 

It is That the named defendant be, 
and it is hereby, notified and required to cease and desist, 
1913, and for a period of two years 
from 


ordered, above 
on or before March 1, 


thereafter to abstain, charging, demanding, collect- 
track-storage and demurrage 
New York, N. Y., on 
granite stone in carloads in the 
necessary to use the derrick 


that point, until the free time 


ing or receiving its present 


charges at its Atkins yard, East 
interstate shipments of 
unloading of 
provided by defendant at 
named in its shall 


the date of placement of said shipments adjacent to said 


which it is 


tariffs have expired, calculated from 
derrick. 

It is further ordered, That 
is hereby, authorized and directed to pay unto complain- 
ants, Charles J. Benisch, copartners 
as Benisch Brothers, on or March 1, 1913, the 
sum of $2, with interest thereon at the rate of 6 per cent 
from Aug. 16, 1910, as reparation on account 
exacted for demurrage and track storage on 
New York, N. Y., 

found 


said defendant be, and it 


Benisch and Gustav 
before 


per annum 
of charges 
which 


granite at East 


have 


a carload of 


charges so exacted been unreasonable, as 


more fully and at large appears in and by said report 


of the Commission. 


LUMBER RATE UNREASONABLE 


ee 


CASE NO. 4417 OPINION NO. 2112 
(25'I. C. C. Rep., P. 611.) 
SWITZER LUMBER CO. VS KANSAS CITY SOUTHERN 
RAILWAY CoO. 
Submitted Dee. 11, 1911 


Decided Dec. 9, 1912 


Rate of 18 cents per 100 pounds for the transportation of lum- 
ber in carloads from Stables, La., to Ashdown, Ark., found 
to have been unreasonable to the extent that it exceeded 
10 cents. Reparation awarded. 

Walter H. Saunders for complainant. 


F. W. and F. H. Moore for defendant. 


Report of the Commission. 


BY THE COMMISSION: 

Complainant is a corporation engaged in the lumber 
business, having its principal office at St. Louis, Mo. 
By petition, filed Sept. 18, 1911, it alleges that on various 
dates between Sept. 3, 1909, and Feb. 2, 1910, it shipped 
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eight carloads of lumber from Stables, La., consigned 
to the St. Louis & San Francisco Railroad Co., Fort 
Smith, Ark., routed via the line of said consignee at 
Ashdown, Ark., for the transportation of which defendant 
collected charges to Ashdown, at its local rate of 18 
cents per 100 pounds, which rate is alleged to have been 
unreasonable to the extent that it exceeded 7% cents per 
100 pounds. Reparation is asked. 

claim for 


1909, is 


that the 


> 


Sept. 3, 


It is evident reparation on the 
shipment of barred by the statute of 
limitation. On the weighing in 
the aggregate 422,400 pounds, charges amounted to $753.92 
We note that there was an undercharge of $6.41 on the 


1909. 


seven other shipments 


shipment of Gct. 30, 
The 
defendant's 


miles 
and tariff applicable bs 
tween all stations on its line provided a rate of 18 cents 
on lumber for the above distance. It appears that 

from a large producing 
territory in Louisiana and Texas to points on defendant 


line as far north as Fort Smith, and that Stables is th: 
most northerly of the points of origin and Ashdown the 


distance from Stables to Ashdown is 202 


commodity mileage 


rate of 18 cents also applied 


most southerly of the points of destination, to which an 
18-cent rate applied. Contemporaneously with the move 
maingkained a scal 
of distance rates as follows, applicable on lumber betwee! 


Page, Okla 


ment of these shipments defendant 


stations on its line south of and including 


DISTANCES, WITH RATE PER 100 POUNDS 


* 
miles and less bem 
miles and over 80 miles 
miles and ove! 
miles and over 


- } 
So miles 


90 miles 


However, by the terms of the tariff this scale was 
not applicable to Ashdown and other junction points, 01 
traffic and did not 
provide rates for distances over 200 miles. Complainant 
18-cent Stables to Ashdown 
mainly haul was only 


the distance over the same line, ar 


destined to points on other ilnes, 


rate from 
because the 


contends that the 
was unreasonable 
miles greater than 
in the same direction, to which the 7%4-cent rate applied 
that the 
found 


Defendant states distance scale in whi 


the 7%-cent rate is was established for the pur 
pose of permitting the free movement of lumber betwee! 
local stations in the lumbering districts for consumptio! 
Defendant that 
low, and that it is 


account of 


points. also states these d 


tance rates are unusually 


at such 
unable 
the opposition of the stat 


increase them on 


most of the movements interstat« 
that 


extended to 


commissions, being 


It is noted, however, the scale is applied on int 


traffic, 
Page, Okla. 


state and is points as far north 


Defendant insists that there is a distinction betws 
Ashdown for local consumption a! 
point to connecting railways 
for movement to points beyond, and that therefore Ash: 
points were excepted from the 
application of the lower scale of rates. The only reas 
for this distinction which defendant’s witness could 
sign was that defendant’s equipment would be out of it 
service, until returned by the connecting line, but 
view of the per diem allowance and other considera- 
tions, it was conceded that the difference was slight 
Defendant also sought to justify the rate on the ground 
that it is a part of a blanket system of rates. However, 
we cannot approve a blanket rate which imposes upon 


any points an unreasonable burden. Upon the basis of 


delivering lumber at 


delivering it at the same 


down and other junction 
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rate per ton per mile 
to defendant’s exhibit 
mile, under the 18-cent 


e rate charged complainant the 

197.8 mills, while according 
wogaverage rate per ton per 
lanket rate is 9.3 mills. At the 7%-cent rate sought 
he-earnings per ton per mile would be 7.4 mills. The 
nnual report of defendant for the year 1910, shows its 
verage ton-mile earnings on lumber to have been 5.81 
ills, and on all traffic 7.25 mills. 

Upon consideration of all the facts and circumstances 
isclosed by the record we are of the opinion and find 
at the rate charged for the transportation of the ship- 
to the extent that it 
which we find 


unreasonable 
pounds, 


ents. involved was 


exceeded 10 cents per 100 also 


be a reasonable maximum rate for the future. 
We further find that complainant made the shipments 
statement of facts and 
thereon at the found herein to have 
een unreasonable; that has been damaged 
to the extent of the difference between the amount which 
whieh it would have paid at 
found reasonable; and that it is there- 
award of reparation in-the sum of 
$331.52, with from Feb. 26, 1910. Defendant may 
collection of the undercharge of $6.41 
will be entered in accordance 


above 
rate 
complainant 


accordance with the 


iid charges 


did pay and the amount 
e rate herein 
fore-entitled to an 
interest 
vaive above re- 
rred to. An order with 


findings herein announced. 


ORDER. 


This case being at 
file, and having 
parties, and full investigation of the 
involved having been had, and the 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 


issue upon complaint and answer 


been duly heard and submitted by 


matters and 


Commission 


hings 


It is ordered, That the above-named deferdant be, 
and it is hereby notified and required to cease and desist, 
before March 1, 1913, and for a period of two years 
thereafter to abstain, from charging, demanding, collect- 
rate for the transportation 
Stables, La., to Ashdown, 


said report to be un- 


on or 
ng or receiving its 
of lumber in carloads 
Ark., 
reasonable, 


present 
from 
which said rate is found in 

It is further ordered, That said defendant be, and it 
is hereby, notified and required to establish, on or be- 
March 1, 1913, upon notice to the Interstate Com- 
Commission and the general public by not less 
than five days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
for a period of two years after said March 1, 1913, to 
maintain and apply to the transportation of lumber in 
carloads from Stables, La., to Ashdown, Ark., a rate not 
In excess of 10 cents per 100 pounds, which said rate 
is found in said report to be reasonable. 


lore 


merce 


And it is further ordered, That the above-named de- 
fendant be, and it is hereby, authorized and directed to 
Pay unto complainant, Switzer Lumber Co., on or before 
March 1, 1913, the sum of $331.52, with interest thereon 
at the rate of 6 per cent per annum from Feb. 26, 
1910, ag reparation on account of a rate charged for the 
transportation of seven carloads of lumber from Stables, 
La., to Ashdown, Ark., which rate so charged has been 
found to have been unreasonable, as more fully and at 
large appears in and by said report of the Commission. 
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SHOULD MAINTAIN PRESENT RATES 


1. & S. DOCKET NO. 155 OPINION NO. 2111 
(25 I. C. C, Rep., P. 610.) 

IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF SALT FROM 
KANSAS POINTS TO STATIONS LOCATED ON 
THE WICHITA FALLS & NORTHWESTERN RAIL- 
WAY IN THE STATE OF OKLAHOMA. 

1912. 1912. 


Interested lines should cancel the tariffs under suspension and 
maintain the rates now in effect. 


Submitted Novy. 30, Decided Dec. 10, 


J. E. Love of the Oklahoma Corporation Commission 
for protestants. 

F. G. Wright and H. G. 
Railway Co. and St. 
Railway Co. 


Missouri Pacific 
& Southern 


Herbel for 
Louis, Iron Mountain 
Report of the. Commission. 

PROUTY, Chairman: 

The tariffs under suspension are supplement No. 11, 
I. C. C. No. A-1087, of the Missouri Pacific Railway Co. 
and the St. Louis, Iron Mountain & Southern Railway 
Co., and supplement No. 9 to I. C. C. No. 6050, of the 
St. Louis & San Francisco Railroad Co. The effect of 


these supplements is to cancel joint rates on salt from 


the salt fields of Kansas to points in Oklahoma on the 
Wichita Falls & Northwestern Railway, thereby advancing 
rates, when shipped by these routes, from 5 cents to 10 
cents per 100 pounds. 

The proceeding was assigned for Wash- 
ington. When the case was called no one appeared for 
the St. Louis & San Francisco Railroad Co. The Missouri 
and the St. Louis, Iron Mountain & Southern 
companies appeared by counsel, that they 
did not desire to introduce any evidence in justification 
of the tariffs in question. 

Since the carriers have failed to justify the proposed 
advances, the Commission is of the opinion that such 
advances are unjust and unreasonable, that the present 
through routes should be maintained, that the present 
joint rates are and will be just and reasonable maximum 
rates for the future, and that interested lines should 
cancel the tariffs under suspension and maintain the 
rates now in effect, and it will be so ordered. 


hearing in 


Pacific 
who stated 


ORDER. 

It appearing, That on Sept. 3, 1912, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices stated in certain schedules con- 
tained in the following tariffs: Missouri Pacific Railway 
Co.; St. Louis, Iron Mountain & Southern Railway Co., 
supplement No. 11 to I. C. C. No. A-1087; St. Louis & 
San Francisco Railroad Co., supplement”’No. 9 to I. C. C. 
No. 6050; and subsequently ordered that the operation 
of said schedule contained in said tariffs be suspended 
until Feb. 15, 1913; 

It further appearing, That a full investigation of the 
matters and things involved having been had, and the 
Commission having made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That the carriers, defendants herein 
and named in said order of suspension, be, and they 
are hereby, notified and required to cancel, on or before 
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Feb. 15, 1913, the schedules specified in said orders of 
suspension upon notice to the Interstate Commerce Com- 
mission and the general public by not less than three 
days’ filing and posting, in the manner prescribed in 
section 6 of the Act to regulate commerce, of supple- 
ments to or reissues of the tariffs designated in said 
orders of suspension. 

[It is 
tinue in 


further ordered, That said carriers shall con- 
force for a period of two years from Feb. 15, 
1913, and apply to the transportation of salt, from the 
points of origin to the points of destination, named in 
the schedules covered by said orders of suspension, rates 
not in excess of those applicable to the transportation of 
salt from said to said points of des 
tination in effect on Sept. 3, 1912, in the following tariffs, 
supplements thereto or reissues thereof: Missouri Pa- 
cific Railway Co., I. Cc. C. No. A-1087, and St. Louis & San 
Francisco Railroad Co., I. C. C. Na. 405¢@. 


points of origin 


ARGUE L. & N. SWITCHING CHARGE 


Arguments were made January 8 in -. & 8S. Docket 
No. 104, which deals with the suspended tariff of the 
L. & N. in which it seeks to change the rates now in 
effect jointly over the’ Middlesborough Railroad and its 
Stony Fork branch from joint through rates to a 10 cents 
per ton switching charge. 

The complainants, through theis attorney, T. G. 
derson, contend that the proposed by the 
L. & N. through rate from 
Stony Fork over its own rails at a 10cent higher rate 
than any prevailing from this territory either via 
ita lines or the Southern, or to withdraw entirely from 
service to southeastern territory, in so far as the Stony 
Fork coal nothing 
but engine service on a switching tariff from Stony Fork 
to Middlesborough and leaving them to look for cars 
to the Southern Railway, which does no® seach com: 
pilainants’ mines and whose nearest agent, under the 
proposed arrangement, to whom the mines must apply 
for cars, is down at Tipprell, Tenn, 13 miles away from 
the mines. In short, the L. & N. proposes ta withdraw 
entirely from transportation service from Stony Fork to 
the southeast unless it is permitted to perform the same 
at a 10-cent rate now prevailing. 

Frank W. Gwathmey and R. Walton Moore appeared 
for the defendants, the former making the argument. 
The main point of his observation was that the Southern 
has not filed the suspended tariff for the purpose of 
escaping, as the complaint says, the order of the Com- 
merce Court, reqiuring either or both to furnish cars. 
On the contrary, he said, they expect to furnish cars on 
what they believe to be an equitable basis. They ask 
that if the suspended tariff be allowed to become effect- 
ive that the Commission enter an order authorizing the 
Southern to furnish cars on the basis of 
former shipments over the from 92 
to 98 per cent. 


An 
situation as 
is to give complainants a 


now 


mines are concerned, giving them 


percentage 
Southern, varying 


CAR SURPLUS AND SHORTAGE 


Statistical Bulletin No. 135, of the American Railway 
Association, gives a summary of car surpluses and short- 
ages by groups from Sept. 27, 1911, to December 31, 1912. 

Total surplus—Dec. 31, 1912, 50,659 cars; Dec. 14, 
1912, 26,614 cars; Dec. 20, 1911, 88,646 cars. 
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Compared with the preceding period, there is an 
increase in the total surplus of 24,045 cars, of which 
7,365 is in box, 1,100 in flat, 10,221 in coal and 5,359 in 
miscellaneous cars. The increase in box car aurplus is 
general throughout the country, except in group 6 (Iowa, 
Illinois, Wisconsin and Minnesota). The increase in flat 
surplus prevails throughout the. countfy, except in 
groups 9 (Texas, Louisiana and New Mexico) and 1) 
(Washington, Oregon, Idaho, California, Nevada and Ari 
zona). It will be noted that there is an increase in coal 
car surplus im every group. Doubtless the observanc: 
of the holiday season by the miners has contributed t 
this. The increase in miscellaneous car surplus prevails 
throughout the country, except in groups 7 (Montana, 
Wyoming, Nebraska and the Dakotas) and 9 (as above) 

Total shortage—Dee. 31, 1912, 33,601 Dec. 14 
1912, 61,006 cars; Dec. 20, 19281, 11,832 cars. 

Compared with the preceding period, a de 
crease in the total shortage of 27,405 cars, of which 12,435 
is in box, 1,04@ in flat, 10,667 in coal and 3,257 
cellaneous cars. The decrease in box car shortage ap 
pears in all groups. The decrease in flat car shortage 
is shown in groups 2 New York, New Jersey, Delawar: 
Maryland and eastern Pennsylvania), 4 (the Virginias 
and Carolinas}, ¥ (Kentucky, Tennessee, Mississippi, Ala 
bama, Georgia and Plorida), 9, 10 (as above) and 11 (Can: 
dian lines}. The decrease in coal car shortage fa gen 
eral, except in group 7 (as above). The decrease in mis 
eellaneous car shortage prevails throughout the country 
except in groups 7 and 9 fas above}. 

Compared with the same date of 191T. 
decrease in the total surplus of 37,987 whict 
10,407 fs tm Box, 1,928 in flat,. 18,586 in coal and 7,066 
in miscellaneous. Thera is an increase in the total shor 
age of 21,769 cars, of which 14,431 is m box, 2,489 i 
flat, 3,267 in coal and 1,582 in miscellaneous. 

Detail figurey fallow: 
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in mis 
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SURPLUSES. 


Coal, 
Gondola 
and Other. 
Hox. Fiat. Hopper. Kinds 
«--45,073 4,081 16,823 16,6 
ee 2,981 6,602 11,3 
,482 2,91 7.599 10, 135 
2,632 1.551 »262 8,4 
.701 1,079 6,491 
-«« 7,906 1,285 5,310 12,8 
-. 27,559 2,301 9,658 19,1 
32,393 2,157 15,420 25, 
3,323 19,319 
4,053 71,068 
3,857 94,692 
3, 310 12,540 
7,216 10,239 
~--12,731 8,125 14,042 
. . 23,485 009 35,409 
.10,531 3,684 12,346 
7.166 3.861 12,148 
-12,372 3,844 19,543 


~ «-26,604 
. 23,298 
-19,5383 
14,631 
9,024 


SHORTAGES 

Coal, 
Gondola 

and 
Box. Fiat. Hopper. 

. 24,096 2,751 4,736 
36,531 
. «-38,723 
.- 46,463 
. 32,749 
22,837 
.« 6,413 
2,496 
169 
2,918 
. 6,152 
19,413 
23,514 
15,042 
9,665 
. .12,678 
- 14,943 
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THE TRAFFIC WORLD 


The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of live 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


WHY? 


Editor THe TRAFFIC WORLD: 

According to the annual report of the Interstate 
Commerce Commission, a synopsis of which I have just 
read in your paper, the business of that body is rapidly 
increasing. Although it frequently asserts in its deci- 

ons that it positively will not become a national traffic 

manager for all the railroad lines of the country, car- 
riers and shippers, by constantly running to it with 
their grievances, seem to be combining to make it such. 
What is true of the Interstate Commerce Commission is 
true of all state regulative bodies. Some of them— 
judged by their orders—actually believe themselves ap 
pointed by law to manage the railroads within their 
jurisdictions, and as a consequence their staffs of em- 
ployes and expenses, like those of the interstate body, 
are mounting by leaps and bounds. It is safe to say 
that the taxpayers of the country are now being assessed 
annually between $8,000,000 and $10,000,000 for “regu- 
lation!” 

Here is the mystery alluded to in the “Why?” at 
the head of this article: Rate regulation in its present 
expensive form was imposed upon the country by a few 
crooked shippers. The crooked railroad men who as- 
sisted them were produced by the aforesaid crooked 
shippers. This, I believe, is now admitted. Regulation 
was therefore undertaken to protect all other shippers 
against a few crooked shippers. As worked out, it has 
taken the form of rate reductions and readjustmenta 
and reparation. Rate reductions benefit shippers alone. 
1 have never heard of one which reduced the cost of 
aby commodity to a consumer. When a shipper secures 
from any commission a lower rate he either spends the 
amount gained in enlarging his business or in advertis- 
ing or puts it in his pocket—ordinarily his pocket. Rep- 
aration awards are divided, generally one-half to the 
attorney or claim agent who prosecutes the case, and 
one-half to the successful complainant. Sometimes the 
Claim agent and attorney divide it all and the complain- 
ant whistles. The consumer who paid the freight gets 
nothing in any case. 


Now, what do you make out of it? The masses who 
contribute the eight or ten millions annually appropri- 
ated to sustain the politicians who do this “regulating” 
are benefited not a single cent by the process. Upon 
vhat meat do these claim agents and shippers feed that 
‘hey should be so favored? The money that is being 
transferred from the treasuries of the common carriers 
of the country to their pockets might better be expended 

extensions and betterments; from them the people 
would at least get some benefit. 


The proudest boast of the Interstaté Commerce Com- 
mission is that it has never had a decision contested on 
the ground that it was confiscatory. The state commis- 
si0n8 can make no such boast. In the interest of the 
hippers, whom they generally represent, they constantly 


endeavor, by usurping jurisdiction, to destroy not only 
commerce, but the property of the carriers themselves. 
In several states they have actually stopped railroad 
building, and in nearly every one where the courts have 
supported them they have retarded it; and yet all this 
is “popular!” Why? 


San Francisco, Jan. 2, 1913. J.M.S. 


WANTS LIGHT ON IMPORT RATES 


Editor THE TRAFFIC WoRLD: 

I have been a reader of THe TRAFFIC WORLD for sev- 
eral years, and it is with a great deal of pleasure that 
I can say that you have made a great many improvements 
and have done more to stimulate interest in traffic work 
than any other publication. Your policy of giving access 
to your columns to anyone, gives every man a chance 
to present his side of any question and your absolute 
fairness in dissecting any discussion or decision in your 
editorials cannot fail to meet with approval. The en- 
couragement you give to traffic men should enable them 
to strive to high ideals and better fit them to lift their 
profession to the plane to which it belongs. The duties 
of a traffic man have often been described in a general 
way, but every position has its own peculiarities, and a 
man must adapt himself to these conditions. 

Only a few days ago two young fellows came to me 
for advice as to how they could better themselves. The 
first one had taken a course in a traffic correspondence 
school and wanted to know what the duties of a traffic 
man consisted of. The only answer I could give him 
was that these duties were manifold and depended on 
what line of work he was engaged in. He informed me 
that he had an opportunity to secure a position as a 
mechanic with an automobile firm and he said he thought 
he could save them sonre money in a traffic way, but he 
was afraid to suggest it, owing to the fact that he had 
had no practical experience. My advice to him was to 
take the position offered and, whenever the occasion pre- 
sented itself, to offer suggestions, and I felt sure that 
if the firm found that he possessed knowledge which 
would be of material benefit to them, it would be only 
a short time until they would give him complete control 
of their traffic matters. 

The second young man who came is employed as a 
packer, but he wanted to know how he could learn more 
about shipping. In other words, he wanted to improve 
himself, in order that he might be the better able to 
know how to classify his shipments, how to pack them 
properly, look up a rate, if necessary, and further to 
fit himself for a better position. 

What is true of these two men is true of us all. 
We are all striving to learn more about our work and 
improve ourselves, so that when the better position pre- 
sents itself we are prepared to tackle it. Our whole 
method of doing business has been revolutionized in the 
past ten years or so, and a man to-day must be a special- 
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ist in his own line. He must study it from every angle 
and be prepared for any emergency. 

I well remember the time when questions arose in my 
There was no 


those traffic 


mind as to why a certain thing existed. 


way to satisfy that curiosity, for in days 
matters were not given the publicity they are to-day. 
At the difficult problem pre- 
itself, a usually finds that if he had no 


and 


present time, when some 


has 
that if he 


sents man 


parallel case, someone else has, keeps 


posted he will know what to do. 


I have found, however, there is one thing the av- 


traffic man is not as 
that is 
always the 


well posted on as he should 
traffic. | that this 
result of lack of interest, but more 
inability to secure information, 


erage 


be, and foreign believe 


is not 


our 


on account of 

A few years ago I found myself up against the same 
had little or traffic 
satisfied endeavored to 


no experience in foreign 
that fact. I 
different 


that they 


thing, as I 
and 
secure 


was not with 


information from the railroads and ex- 


press companies, but found were nearly as 


ignorant as myself, and when a foreign freight solicitor 


came along I proceeded to prod him with questions. 


Some men, I found, were equipped to answer and others, 
with an air of mystery, evaded the questions and prom- 
the add that, few 


never 


might with 


them. 


ised to give data later. I 


from 
there 


exceptions, I heard 


I cannot understand why should be any more 


foreign rates than domestic. Of course, 


that the steamship companies usually 


about 
understand 
freight on 


mystery 
we all 
measurement and 
computing 


carry the cubic or metric 


that 
rates, 


there is liable to be some variations in 
other 
and 
there are more or less incidentals or petties, but I think 
that if all traffic 
more, it would have a tendency to eradicate some of the 
evils and simplify the rates, so that there would be very 
little to that by 


persistingly been 


and we further understand that business in 


countries is not conducted the same as our own, 


men would delve into these mysteries 


this bugaboo. I have found 
after thing I 


to secure, little at a time, valuable information. 


fear in 


keeping this have able 


A great firms interested in rates, 


but a 


many are export 


number interested in import rates, be- 


the 


larger are 


are ones which strike home, so far as 


and cover 
of articles. I firmly that if 
to the attention of your readers 


eause they 
the traffic 
a greater 


man are concerned, and 


believe 


importer 
variety 
the subject was brought 


would be thrown on it which 


benefit 


a good many sidelights 


would be of material to everyone. 


F. M. Andrews, 
Traffic Manager, the Denver Dry Goods Co. 
1913. 


Denver, Jan. 7, 


“SANE AND CONSERVATIVE” 


traffic manager the Hocking Valley 


he has received the following letter 


H. B. Dunham, 
Railway, writes that 
one of the road’s shippers: 
Valley R. R. Co., 

“Columbus, O. 
prosperity in 


from 
“Hocking 


1913, 


safety 


“I wish 
“T would rather than 
good service than freight. 
“May none of your trains collide, and here’s hoping 


you 


have speed in travel, 


low rates on 
that stealing may cease.” 

Mr. Dunham says this sentiment sounds to him sane 
and conservative, and in both the sentiment and the 
view of it THe Trarric Wortp heartily concurs. 


TRAFFIC WORLD 


Vol. XI, No. 2 


THE SUBSTITUTION OF TONNAGE 


Commission Continues Hearing on Transit Mat- 
ters with Special Reference to Structural 
Steel and Cotton 


At the January 2 session of the transit hearing th 
300 shippers of beans in Michigan were represented by Mr 
Their output is about 8,000 cars per 
annum, including cent of the whit« 
navy bean industry of the United States. He describe: 
the processes involved in the marketing from the field 
pulling to the picking in the bean elevators, which con 
The wast: 


Byles of Saginaw. 


and, about 65 per 


stitutes what they term a “transit movement.” 


is about 4,900 pounds to the this waste being sold 
for feed, which they are informed they cannot replace, as 
the deem this to be substitution, although o1 
this point the shippers do not agree. They will lose thei 
transit privilege on one car out of every eight cars. The 

want to be allowed to replace the culls with local supply 
In a lengthy di 


car, 


carriers 


This practice the roads refuse to allow. 
cussion between Mr. Patterson of the Pere Marquette, M 
finally developed that 


Hillyer and the 
there might or 


commissioners, it 
might not be a defeating of the rate, but 
able to figure exactly how or how 
thought the situation entirely) 
milling situation and, 

Clements, said that, in his opil 
transit without substitution, bu 
balanced up, at the 
rate is 


nobody seemed to be 
E. Williamson 
northwestern 


much. E. 
analogous to the 
reply to Commissioner 


ion, there cannot be 


end of a stated 
time, the balances up not defeated 
He thinks the tariffs can be so published and rules can 
be so made that the integrity of the rate will be preserv« 
and commerce would be benefited. 

This brought Mr. Hillyer to his feet to 
statement that the conditions are equal to those confront 
ex-Govern' 


when the traffic is 


rate and the 


refute thi 


ing the northwestern millers, as outlined by 
Lind. Commissioner Clements states that in all this bus 
ness it is a mere dream to think that any rules can evs 
be made that will meet all the varying commercial, indu 
trial and climatic developments of each succeeding yea! 
The most that can be hoped for is a rule that will meet 
average conditions. 

Mr. Belsterling appeared for the fabrication of stru 
tural steel in transit. He represented the American Bridg¢ 
Co., with plants located at Minneapolis, Chicago, Gary, Ind 
St. Louis, Detroit, Toledo, Canton, O., Ambridge, Pe! 
Pittsburgh and Philadelphia in Pennsylvani 
Del.; the Empire Bridge Co., Kansas City 
Union Bridge & Construction Co., Midland 
and the Arkansas Bridge Co. The margin 
in excess of $1.50 per t 


coyd, 
Edgewater, 
Bridge Co., 
Bridge Co. 
profit in this business 
and if, as in most instances, the sum of the locals is mor: 
than 50 per cent in excess of the through rates, it wou 
be impossible to carry this business on without fabricati: 
privileges, and local plants would be compelled either 
abandon their fabrication or confine the 
efforts to the local business. All the various bridge shops 
to-day are on a parity, and there is the widest field 
competition. This question does not rest on any of t! 
bases advanced by the milling or lumber interests. 

The largest market for structural steel in the world 
is New York City, where there is no space for building 
shops equal to filling the demands. 

There is no difference, he maintains, in the natu! 
of the material, which is of the same tensile strengt, 


is not 


business of 
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same density, etc., although it may vary in shape. What 
is unnecessary is the substitution of structural for un- 
structural steel; but without the privilege of structural 
for structural steel it would be impossible to continue 
the business. 

Mr. Hillyer made the point that the absolute identity 
of the structural steel] is maintained all the way from 
start to finish, at least in those companies represented 
by Mr. Belsterling, but the latter stated this was only true 
with relation to material manufactured for some special 
plant or purpose. At Pittsburgh there is practically no 
non-transit tonnage, but at points east where both classes 
are employed a very elaborate method has been evolved 
and applied for the purpose of avoiding the substitution 
of transit for non-transit tonnage, which practice, he 
thinks, is very undesirable. The wastage varies from 1% 
per cent to 15 per cent, the period of fabrication varies, 
and a reasonable time, to meet business conditions should 
be one year. 

Mr. Dalton, for the same interests, dealt at length 
with movement of the structural material, and the policing. 

Mr. James presented a letter from Mr. Gifford of New 
York, representing the independent bridge companies, in 
which he says the present policing rules are entirely too 
rigid. 

Commissioner Clements announced that briefs may be 
presented to the Commission within a reasonable time 
and from any interested source. 

Mr. Webster, counsel for the New York Central Lines 
West, said that he wished to voice a protest against the 
proposed rule to supersede 76-A. Briefly, the reasons for 
the objection are that, heretofore, the railroads have con- 
sidered Rule 76-A as the Commission’s definition of what 
constitutes substitution at transit points. As the pro- 
posed rule now reads it becomes, in his opinion, merely a 
rule of conduct. For instance, a commodity may be 
stopped for transit. That, coming from the Commission, 
would be tantamount to a command to most of the carriers 
to grant transit for the purposes specified. Possibly that 
is not what was intended, but if the present wording is 
to become a rule of conduct it must be made much more 
comprehensive than it is. 

Friday, Mr. James prefaced his remarks on the cotton 
transit situation by a general statement as to the im- 
portance of the cotton industry as a whole and the Mis- 
sissippi situation in particular, and stated that, under 
present traffic conditions, Tennessee igs favored to the 
resultant discrimination against Mississippi, while the 
latter produces 65 per cent of all the cotton of the United 
States. 

He then touched on the classification by the bale, 
which is the unit, the conditions of which are exactly the 
reverse of the mixing proposition, this being what might 
be termed an unmixing, and for the purpose of filling 
orders immense quantities of cotton in the bale must 
be kept on hand, the bales varying extensively. Passing 
on to the almost human operations carried on in the mills, 
he pointed out that the cotton merchants and classifiers 
are absolutely necessary. They are too highly paid to 
be sent all over the little country points of origin; there- 
fore these concentrating points, where transit and non- 
transit, or “proper” cotton can be gathered, are an ab- 
solute necessity. The cotton compresses are located in 
nearness to the points of production, and give to the rail- 
roads a not too satisfactory traffic on account of bulk. 
There must be places where the “dependable” presses 
are located, so thaf all possible advantage may be gained 
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as to freight rates, by reason of the added space thus 
made available. 

It is absolutely necessary to have the compresses, and 
equally absolutely impossible to preserve the identity of 
the bale. He cited Chairman Prouty, who has stated that 
the grading is necessary, as is compression, the former for 
commercial and the latter for transportation reasons, and 
has supported the wisdom and legality of the practice. 

There is the grossest discrimination against Missis- 
sippi. He claims that the keen competition from all over 
the world prevents any possibility of fraud. This method 
of matching cotton is different from any other transit 
proposition—it must be bale by bale. The amount of cot- 
ton consumed by local mills in Mississippi is so small as 
to be negligible, and the matter of cancelation of billing 
is a matter of no moment to them. 

Replying to a remark from Chairman Clements that, 
while that may be true of Meridian, it would not be true 
of other points in the South, for instance, Augusta, Mr. 
James said he had paid no attention to that point, but 
that there was such an evident intention to bottle up 
Mississippi; that it was to this situation he wished to 
devote his remarks. In the Delta group of counties in 
Mississippi, 50 per cent of the value of the entire cotton 
crop and one-third of the tonnage of the state is produced. 
There are in the state 23 points at which have been in- 
stalled dependable presses. 

He quoted from St. Louis & San Francisco I. C. C. 
No. 6314, Sept. 11, 1911, in which rules were laid down 
for the movement of cotton to all points reached by that 
system, wherein it was provided that cotton may be 
stopped but once for transit except in specific instances; 
that freight bills on cotton delivered for local consump- 
tion cannot be used for reshipping, but must be canceled 
at once; and third, that the identity of each bale cannot 
always be preserved, but the identity of the through rate 
is preserved by the requirements above as to the surrender 
of inbound freight bills and the cancelation of local cot- 
ton; the substitution of one bale for another bale of cotton 
will be permitted, and the integrity of the freight rate 
must be preserved. This applied to all points east and 
west of the Mississippi River equally. 

In September supplement No. 9 to the above tariff 
was promulgated wherein the rules as above, allowing 
substitution, were continued as to points reached by that 
line in Alabama, Arkansas, Illinois, Oklahoma and Texas, 
also Memphis, Tenn.; but when it came to Mississippi 
they have a separate rule which provides that the absolute 
identity of each bale must be preserved in each instance 
and must not be stopped in transportation for storage, 
compressing, etc. This line of action was followed by the 
Illinois Central, whose tariffs, since filed, prevent any 
substitution at Vicksburg while permitting it almost un- 
restrictedly at Memphis. This is also true of the M. & O. 
tariffs filed on the same date, Sept. 11, 1911, so that 
there might be uniformity in the time of the funeral of 
Cotton as King in Mississippi, and to allow an equal 
quantity of crape at the funeral; likewise, to allow Mem- 
phis to walk up and place a wreath on the coffin; and 
for no other known reason on earth, and despite the 
fact that Mississippi has already had trouble enough with 
the boll weevil. 

Mr. Hattendorf, G. F. A., of the Illinois Central, was 
questioned at length as to the tariffs under which they 
are working at Memphis, for the purpose of showing 
that, as to that point, there are no restrictions as to 
substitution, even of “proper” cotton; while there is no 
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policing by the carriers or by bureaus, while ag to Vicks- 
burg, Clarksdale, West Point and other points in Mis- 
sissippi, the inspection bureau does the policing. He made 
a brief statement showing reasons for the promulgation 


of the objectionable rules of southeastern territory and 
their application to all points in Mississippi, and east 
of the river except Memphis, and they were not made 


applicable om the representation of the Cotton Exchange 
of Memphis that rules applicable to 
not properly applicable at such a point as Memphis, and 
railroad was 


then 


small points were 


while the matter was under discussion the 


involved in a strike which made it impossible to 
put in new rules, but they feel there should be uniformity; 
that the rules east of the river meet the Commission 
requirements, and that they are workable. 
Commissioner Clements asked if variable rules, loaded 
up with exceptions, would not always lead up to condi- 
such as the replied that he thought 


tions present. He 


there should be uniformity. 

Commissioner Clements asked if he thought the Com- 
frame up that would meet the 
varying conditions all over the country. Mr. Hattendorf 
again repeated that he thought there should be uniformity 
of rule, but it might be found necessary to put in varying 
policing requirements. He stated that ample opportunity 
was given all points to present their views on the matter. 

Some Mississippi representative stated that Missis- 
sippi cotton men had never heard of this matter until 
the rules were put in effect. 

An all-around discussion was brought up by Mr. James’ 
interrogations of Mr. Wolff. 

Mr. Atkinson, representative of the Mississippi in- 
terests and secretary of the Mississippi Cotton Associa- 
tion, said their sole purpose in coming was to show exist- 
ing conditions and the hardships worked out by the pres- 
ent rules. At the request of Commissioner Clements he 
gave several concrete examples of the workings of the 
rules, the inability of knowing what will be delivered, the 
reshipping rate situation, where the rates are always 
higher than the local rates of 50 cents a bale, the dif- 
ference being necessary in order to preserve the parity 
between the interior and transit points, the indefiniteness 
of the rules, which give no definte instructions, thus leav- 
ing the Mississippi shippers directly at the mercy of the 
inspection bureau, and read into the record letters which 
agents of the Southern Inspection Bureau have sent out 
placing the whole burden of the policing on the shippers. 
These complicated as almost to expert 
statisticians to keep the record, and not in the least de- 
gree practical, and if continued as at present, it would 
be just as well if the transit privilege be taken out entirely. 

Unlike the grain situation, it is almost impossible 
that there should be double substitution. There 
cancelation of cotton expense bills, as they die by limi- 
tation, made on expense bills of 
cotton, and the bill 


mission could ever rules 


are so require 


is no 


nor can any money be 


the ownership of the bale expense 
changing contemporaneously 

Mr. Wells of the Vicksburg Cotton Exchange briefly 
explained at that point, which affect not only 
Vicksburg, but the delta, and the discriminations 
brought tariff conditions. One firm at 
that point has with the handling of 
expense bills involved. They think 
they should be placed on a parity with Memphis. 

At the session of the transit hearing on January 3 
Mr. Newberger of Memphis said- all this conference had 


grown out of the effort to get a quart through a pint, with 


conditions 
entire 
about by present 


done away entirely 


because of the work 
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the present expense bill system. He stated there is not 
a cotton buyer among the large firms of the South who 
wants anything but the right to use his expense bills. 
He criticized the work of the inspection bureau, as evi 
which the Weighing 


denced by one sample shipment on 


& Inspection Bureau gave four separate bills, no two 
of which were alike, and he charges that the mistakes 
that can creep into such a bureau are enormous. “Give 


us a rule that is practical, easy, and that we can handle 
the business The loss of freight bills frequently 
means the loss of the profit to the cotton shipper. 

As to the floating arrangements, they ask the same 
conditions that exist west of the Mississippi and at Mem 


under.” 


phis. 

S. W. Weiss, chairman of the New Orleans Cotton 
Exchange and a member of the firm of Julius Weiss & 
Co., showed up the present unfavorable conditions in 


New Orleans, due in part to the ravages of the boll weevil, 
feel, to the maintaining at 
Three thousand bales of 
cotton out of the bales going to Memphis 
ultimately sent down to New Orleans, and the result is 
that the commission men there have been driven out 
of business. They favor the methods of the Weighing 
& Inspection Bureau and are opposed to the introduction 
of rebilling arrangements at all small points. He thinks 
the integrity of the rate cannot be preserved if the sub- 
stitution of proper cotton is allowed. The influence of 
the Memphis situation reaches down as far as Vicksburg 
and Jackson, and there is a consequent long back haul. 
New Orleans asked to be protected in the matter. There 
are no transit privileges at New Orleans, except on cotton 
to the Carolinas and on the Texas & Pacific, to equalize 
the conditions between Galveston and New Orleans. 

Mr. Land, traffic manager for Mr. Newberger, ex 
plained the tariffs and their working. 

J. S. Davant of the Memphis Freight Bureau, ex- 
plained positions at that point, dating back many years, 
when Memphis was at a disadvantage as in favor of the 
interior millers, which led to a request to the Commis 
sion, leading up to the investigation of conditions there 
during 1910 by the Commission. He claims that Memphis 
needs its present adjustment. 

H. Wolff of the Southern Weighing & 
Bureau was also given opportunity to express his views 
the matter. 


but more, they conditions 


hundred Mississippi 


400,000 


Memphis. 
are 


Inspection 


upon 

Mr. Davant claims it is absolutely impossible to op 
erate at unless substitution is allowed. They 
are more prescribed than at any other point relatively 
Replying to a Mr. Hillyer, he declined to 
state directly as to what proportion of the cotton coming 
into Memphis comes in over the Illinois Central, Frisco 
Yazoo & Mississippi Valley and Chicago, Rock Island & 
Pacific, although, in an indirect way he admitted it might 
be about two-thirds, but said he not familiar with 
that phase of the situation He stated there are 81 buy 
ers in Memphis and about 40 factors. The value of thé 
situation is very great, and Memphis, as a market, should 


Memphis 


question by 


was 


be handled on liberal lines. They have the largest sys 
tem of warehouses in this country, if not in the world 
and it should be recognized as a concentration point 


Memphis is neither favored nor helped by present con 
ditions. This is a myth, and worse than that. 

Replying to James, he said they 
are not at all pleased with their present transit arrange 


fact, they do not favor transit at all. The 


questions by Mr. 


ments; in 
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present rules are the least advantageous under which 
they could work. 

Mr. Wolff, in his statement, undertook to tell briefly 
the practices of that bureau, the meetings at Louisville, 
and upheld the intentions and disposition of the carriers 
at those meetings, their desire being to meet the views 
of the Commission and at the same time those of the 
shippers on all articles, and especially as to the cotton 
rules, and the carriers did all in their power to give 
he shippers what they wanted. The cotton rules are the 
least burdensome, least complicated, of any transit rules 
n that territory; that he personally is regarded ag the 
oliceman for the carriers, and they are policing prac- 
tically all the Southeast as to peanuts, cottonseed oil, 
lumber, grain, tobacco stems, molasses, eggs and other 
matters, and that he has nothing to do with the making 
of the rules. The policing of cotton began three years 
ago and in Mississippi in 1911. Mr. Wolff proceeded with 
his explanation under the guidance of R. Walton Moore, 
counsel for southeastern territory. He charged that when 
his men began the enforcement of the rules in Missis- 
sippi they reported that the rules were not being lived 
up to; corrections were issued, correspondence ensued, 
some claims were disputed and some were paid. It had 
a good effect on many of the shippers, but others ignored 
them, so that in the later part of the year he thought it 
would be “better to get a little different twist’ on the 
matter, which they undertook to do in September, with 
the results already complained of. He claims that cotton 
shippers in Louisiana, Georgia, Florida, the Carolinas and 
Alabama, and he thinks the Mississippi shippers, were 
not entitled to enjoy any undue advantage. He thinks 
this whole question has arisen because of his efforts to 
enforce the rules. No difficulty is experienced in other 
territory or by those Mississippi shippers who are living 
up to the rules. 


TAP LINE CONFERENCES 


The following letter, sent to all those interested, indi- 
cates the nature of the latest move made in the Tap Line 
matter, a brief telegraphic notice of which was given a 
few days ago: 

“The Commission announces that, beginning on Mon- 
day, Jan, 13, it will hold a series of conferences or in- 
formal hearings in connection with the Tap Line case, 
which the traffic officers of the several interested trunk 
ines and the representatives of the various tap lines are 
invited to attend. The purpose of these conferences, as 
indicated in my letter to you of November 23, is to give 
the Commission such information as may be required to 
enable it to proceed in the disposition of the matters re- 
served on the face of the report in that proceeding, or 

rising under the report, and in particular the question 
of the amount of the divisions and allowances to the sev- 
eral tap lines on traffic other than the products of the 
proprietary mills, and the amount of the allowances under 
ection 15 to lumber companies where such allowances may 
be proper under the report. An opportunity will be given 
the respective parties to present their suggestions on these 
questions, Of course, the conditions in the individual] cases 
ire to a large extent similar, and it is therefore apparent 
that the determination of the allowance or division in one 
case affords a precedent for action in other similar cases. 
\ny companies, therefore, that prefer to deal with these 
questions on correspondence may do so without incurring 
he expense and inconvenience of coming to Washington. 
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“The individual tap lines or lumbef companies involved 
have been docketed for days certain, as indicated on the at- 
tached memorandum, and the plan is to devote not to 
exceed one-half hour to each. Notices of the hearing are 
being given to all interested.” 

Monday, Jan. 13.—Crittenden Railroad, Doniphan, 
Kensett &Searcy Railway, El Dorado & Wesson Rail- 
road, North Louisiana & Gulf Railroad, Saline River Rail- 
way, Ashley, Drew & Northern Railway. 

Tuesday, Jan. 14.——Tremont & Gulf Railway, Warren 
& Ouachita Valley Railway, Bowman-Hicks Lumber Co., 
Butler County Railroad, Gould Southwestern Railway, 
Louisiana & Pine Bluff Railway, Prescott & Northwestern 
Railroad, Southern Railway & Navigation Co. 

Wednesday, Jan. 15—Paragould & Memphis Railway, 
Blytheville, Burdette & Mississippi River Railway, Salem, 
Winona & Southern Railroad, Texas, Oklahoma & East- 
ern Railway, De Queen & Eastern Railway, Fourche River 
Valley & Indian Territory Railway, Anderson & Saline 
River Railroad, Angelina & Neches River Railroad. 

Thursday, Jan. 16.—Central Railway of Arkansas, 
Groveton, Lufkin & Northern Railroad, Texas Southeast- 
ern Railroad, Thornton & Alexandria Railway, Victoria, 
Fisher & Western Railroad, Zwolle & Eastern Railway, 
Jefferson & Northwestern Railway. 

Friday, Jan. 17.—Alabama Central Railroad, Fernwood 
& Gulf Railroad, Kentwood & Eastern Railway, Kent- 
wood, Greensburg & Southwestern Railroad, Liberty-White 
Railroad, Natchez, Columbia & Mobile Railroad, New Or- 
leans, Natalbany & Natchez Railway, Washington & Choc- 
taw Railway. 

The tap lines that intend to contest the order of the 
Commission in the court will hold a meeting at Kansas 
City on January 8 to make a final revision of the petition 
they intend to file in the Commerce Court. The peti- 
tioners will be the Mansfield Railway & Transportation 
Co., the Victoria, Fisher & Western, the Woodworth & 
Louisiana Central and the Louisiana and Pacific. 

Luther M, Walter, one of the attorneys for the tap 
lines, after the foregoing letter had been made public, 
filed an application to have the Sibley, Lake Bristileau & 
Southern included among the tap lines with which con- 
ferences are to be held. 


ANOTHER TAP LINE PETITION 


The second of the four tap-line petitions to be pre- 
pared by Messrs. Garwood, Walter and Thurmond was 
filed in the Commerce Court on Thursday. The other 
two will follow in a short time. Each is intended to 
cover the issues raised in the four classes into which 
the Interstate Commerce Commission divided the tap 
lines in its orders and opinions. 

In this petition the Woodworth & Louisiana Central, 
the Rapides and other lumber companies served by it 
ask for an injunction to prevent the breaking of the 
contract relations that existed between the tap line and 
the Rock Island, on the grounds set forth in the preced- 
ing petition. 

The four classes with which the petitions will deal 
are, roughly speaking, the tap lines entitled to neither 
divisions, switching charges nor other allowances; those 
that may have allowances under section 15; those that 
may have switching allowances, and those that may have 
divisions specified as to some traffic and allowances as 
to other kinds. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau, 


In this department we shal! answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Consignee Liable for Freight Charges to Delivering 
Carrier on Shipments Alleged Prepaid by 
Initial Carrier. 
Missouri.—‘When a railroad company, operating as 
a common carrier, accepts a consignment of goods from 
established freight credit with 
shipment of goods to go 
Order’ bill of 
properly 


a shipper who has an 
such railroad, and 
forward to destination on a 
lading, plainly marked ‘Freight 
signed by the duly authorized agent of such railroad, in 
your opinion, can the carrier, through the agency of its 
collection of freight 


allows said 
‘Shipper’s 


prepaid’ and 


connecting lines, legally enforce 
charges from the consignee after the original bill of lad- 
ing has been surrendered, delivery effected and ship 
ment settled for between buyer and seller prior to the de- 
mand of the carrier for payment of said freight charges, 
settlement between buyer and 


freight 


and after the referred to 
seller 
having 


‘prepaid’ 


made on the basis of charges 
shipper, as 


lading? 


has been 
been prepaid by 
signed bill of 


evidenced by said 


“In the case the writer has in mind, 75 per cent 


of the value of the cargo was paid to the shipper upon 
draft with the ‘prepaid’ bill of 
remaining 25 per cent was 
destination. In 
between 


sight 
and the 


presentation of 
lading attached, 
paid as soon as 
the interim between the date of final settlement 
the shipper and the consignee and the date carrier de- 
manded the freight 
went bankruptcy, 
consignee to recover the freight 
by the carrier. If the initial line had not 
paid bill of lading a different settlement 
been effected between the and 
that the remaining 25 per cent still due at time of un 
loading car would not have been until after the 
railroad presented expense bill for the freight charges.” 

The Act to commerce provides that car- 
riers must charge a rate for the transporta- 
tion of goods entrusted to them. The Interstate Com- 
merce Commission, in Rule 156, Conference Rulings 
Bulletin 5, held that it is the duty of the delivering 
carrier to collect the lawful rates on prepaid shipments 
and to correct any errors that may have been made by 
the agents of the initial carrier in billing or in the col- 
lection by the initial carrier of the prepaid charges. The 
Commission, however, has never determined, being with- 
out sufficient authority, whether the consignor or the 
consignee is the party legally liable to pay the freight, 
but the decisions of the courts are uniformly to the 
effect that carrier may recover from either party. 


car was unloaded at 


charges from consignee the shipper 
making it impossible for the 
charges then demanded 


into 
issued a pre- 
have 
consignee, in 


would 
shipper 


paid 


regulate 
reasonable 


In order consignments, after shipment has been ac- 
cepted by the consignee, the latter is prima facie the 
owner of the shipment and the one liable to pay the 
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freight charges. It has been held that where a con- 
necting carrier receiving goods from initial carrier, with 
notice that the freight charges for through shipment 
have been paid in advance by the shipper, it has no 
lien on the goods for its share of such charges. But, 
on the other hand, it has been held that where goods 
shipped through to pass over two or more roads, 
the second line for freight charges is not 
the fact that the agent of the initial car 


are 
the lien of 
defeated by 
rier marked the goods “Freight 
where only a portion of such 
paid, and where such agent had no authority to con- 
tract for the second road, and no arrangement or agree 
ment of any kind between the roads in 
reference to the shipment of through freight. Wolf vs 
Hough, 22 Kan., 639; Crossen vs. N. Y., ete., R. R. Co., 
149 Mass., 196; Port Townsend So. Ry. Co 
5 Wash., 595, and Fordyce vs. Johnson, 56 Ark., 430. 

It would seem, therefore, to follow that when goods 


charges paid through,” 
charges were actually 


existed two 


Moses vs. 


delivered to a carrier under a contract which does 


not purport to bind the contracting carrier as a carrier 
for the delivery to 


are 


whole distance, but contemplates 


other carriers, not specified, a connecting carrier to 
which the goods are delivered for transportation to their 
destination for unpaid freight, although “the 
bill of lading that the freight charges had 


paid through, but in fact so paid. 


has a claim 
purported 
been were not 
* * 


Must Collect Rate Via Route Ship 


ment Moved in Misrouted Shipments. 


Delivering Carrier 


kindly advise us through you 
carrier on the 


California.—‘‘Will 
Department 


you 


Legal column if delivering 
charge on a 
Ship 


carrier 


minimum 
follows: 


Pacific coast can legally collect 
moved as 
ment of 15 cases delivered to 
at Pittsburgh, Pa., and routed via New York City, care 
certain steamship company, Bush Terminal, South Brook 
lyn, N. Y. via that 
the initial steamship company assessed and 


collected weight of 


case of merchandise which 


merchandise was 


Fourteen cases moved routing, but 
carrier and 
full freight charges 
shipment of fifteen with the 
that one case was short, to follow free. The other case, 
which pounds, 
connections to the Pacific coast, and 
delivered the case to consigne¢ 
and freight bill for 
transportation, based on the minimum charge from Pitts 
burgh, Pa., to the Pacific coast destination, as per tariff. 
As the initial carrier at Pittsburgh was at fault in send 
ing the one case via all-rail routing, payment of the 
rail carriers’ freight bill was declined. They, however, 
insist that charges will have to be paid, as they re 
ceived waybill from Chicago covering weight in charges 
presumably added to astray freight bill at Chicago.” 

In accordance with Rule 214, Conference Rulings 
Bulletin 5, the lawful charge on shipment is he 
tariff rate via the route over which the shipment moved 
and no earrier can lawfully refund, or refase to col 
lect, any part of the lawful charge except under author 
ity so to do from the Commission. As one case of the 
above-described shipment actually moved all rail via 
Chicago & Western connections to the Pacific coast, the 
lawful rate via said route must be collected by the de 
livering carrier, and must be paid by the consignee. 
And unless the carrier which caused said misrouting 
will admit the same and refund in a sum equivalent to 


based on the 


the entire cases, notation 


actual weight of was but 50 moved via 
Chicago & Western 
the delivering carrier 


(consignee being bonded) presented 


any 
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i¢ actual difference between the lawful charge via the 
ifferent routes specified, the consignee must seek his 
emedy by petition filed with the Interstate Commerce 
ommission. 
* cS cs 
Shipper Desiring Certain Placement of Cars Should 
Direct Specific Terminal Routing. 

Colorado.—“A consignee has two places of business 
t Denver: one of them located on the tracks of a rail- 
oad on which he has an Average Agreement Contract. 
lis other place of business is located on the tracks of 
another railroad on which he has no such contract, the 
najor portion of his shipments arriving at Denver via 
the line carrying the contract. Many of his cars arriv- 
ng via the contract line he orders to his place of busi- 
ness located on the non-contract line, a switching move- 
ment being necessary, there to be unloaded. He claims 
the right to have all such cars received by the cuntrect 
line that are not unloaded on that line, but ordered to 
his place of business on the other railroad, included in 
and carried on his contract with the receiving line. We 
contend that no such construction can be placed on 
either the wording or intent of the contract, as that 
contract states clearly and unmistakably that it is to 
apply to cars held for loading or unloading. 

In accordance with Rules 321 and 366, Conference 
Rulings Bulletin No. 5, the shipper may direct terminal 
routing in order to secure desired delivery to indus- 
tries, plants or warehouses and avoid unnecessary ter- 
minal or switching charges, and his instructions as to 
such terminal delivery must be observed in routing and 
billing said shipments; that when the definite address 
is noted upon the bill of lading it is the duty of the 
initial and of each succeeding carrier to transmit that 
address to connections participating in the movement, 
and the duty of the delivering carrier to send notice of 
arrival to that address. 

As a consequence of these rules, if the consignee 
desires delivery at the place of his business which is 
located on the non-contract line, he should have all his 
shipments specifically directed to such terminal, and, if 
he fails to do so, and the delivering carrier, following 
the usual custom at delivering point, should place the 
cars at the place of the consignee’s business located on 
a railroad with which he has an average agreement, 
without notice from the consignee that the same should 
be held for orders, this is such placement of the cars 
for unloading by the shipper as is contemplated by the 
average agreement and would be subject to the same. 

* oe * 


Diversion of Traffic En Route by Carrier Without 
Consent of Shipper. 


North Carolina—‘“‘What are the penalties where a 
railroad, at the request of the consignee, diverts an O. N. 
shipment in transit from one road to another with- 
out the original bill of lading, although they claim to 
have the same in their possession? For example, say, 
a C. L. shipment is moving from a point in Michigan 
to a point in South Carolina, routed A; B, C, D, E lines 
to destination; the consignee and the commercial] agent 
of the X line at destination point wires the C line to 
divert to the Z line at certain junction point, care of X 
line at another junction point, to destination, as they have 
the bill of lading in their possession. Upon investiga- 
tion it is found that the bill of lading is in the hands 
of the bank. What course of action would the other 
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lines have a right to institute against the guilty parties 
authorizing diversion in a case of this kind?” 

Except in cases of necessity, such as floods, wash- 
outs, etc., the duty rests upon the carrier to transport 
a shipment via the route designated by the shipper, and 
by ruling of the Interstate Commerce Commission, a 
carrier is guilty of unjust discrimination in diverting 
traffic contrary to the shipper’s instructions, or that of 
the consignee when the latter is the bona fide owner. 
This is particularly true when the carrier diverts through 
traffic so as to secure for itself a greater aggregate 
revenue. In the case of Colorado Fuel & Iron Co. ys. 
Southern Pacific Co., 6 I. C. C., 488, the Commission 
held such action indefensible on account of resulting in 
discriminations and prejudices, both as to rates and 
facilities, and inequality in treatment of shippers and 
localities. In the case of Carsten Packing Co. vs. O. R. 
& N. Co. et al., 15 I. CC. C, 482, the Commission held 
that where a carrier unnecessarily diverted a shipment 
en route without the knowledge or consent of the ship- 
per, the carrier is liable to an award of reparation for 
damages sustained as a result of such diversion. 

In addition, both by common law and express con- 
tract, the carrier diverting shipment in the case in 
question was guilty of conversion of the goods, for 
which it may be held liable in the full value of the 
same. It has been held (Ga. R. R. Co. vs. Cole, 68 Ga., 
623) that if any particular carrier has been designated 
as the succeeding carrier, the goods must be delivered 
to it, and for a failure so to deliver them the first car- 
rier will be liable as for a conversion. The ownership 
of a shipment consigned subject to the shipper’s order 
not being in the consignee or party to be notified, the 
carrier had no right to obey the instructions of such 
consignee; while the uniform order bill of lading pro- 
vides that the same must be properly endorsed and sur- 
rendered before delivery of the goods, so that the car- 
rier was guilty of a breach of contract in illegally recog- 
nizing ownership in such consignee before endorsement 
and surrender by him of the bill of lading. 


MUST RESTORE KANSAS SALT RATES. 

The Commission has directed the interested car- 
riers to cancel the tariffs filed with them in which they 
sought to cancel the joint rates on salt from the galt 
fields of Kansas to Oklahoma points on the Wichita 
Falls & Northwestern, the effect of which would be to 
increase the charges on salt from 5 to 10 cents per 100 
pounds. The Missouri Pacific and the Iron Mountain 
appeared by counsel, who said they had no desire to 
introduce testimony to justify the changes. The other 
carriers made no appearances. 


CHANGE EFFECTIVE DATE. 

The order of Commission in Case No. 2900, South- 
western Shippers’ Association vs. A., T. & S. F. Ry. et al., 
made effective Sept. 1, 1912, and afterward so modified 
as to become effective Jan. 1, 1913, is so further modified 
as to become effective March 1, 1913. 


GRANTS REQUEST FOR REHEARING. 

The Commission has granted the request for a re- 
hearing in the matter of Docket No. 4402, Burlington Lum- 
ber Co. against the Chicago & Alton et al., on a date yet 
to be announced. At the same time it has issued an order 
denying the petition in No. 4138, Citico Furnace Co. against 
the Louisville & Nashville Railroad Co. et al. 
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Docket of The Commission 


Note.—items in the Docket marked with an asterisk 

(*) are new and have not been carried in the publication 

during the preceding week. 

Jan. 11—Argument at Washington, D. C. 

Case No. 4922—-Dunlevie Lumber Co. vs. A. C. L. R. 
R. Co. 

Case No. 5034—Carpenter, J. S. vs. Ill. Cent. R. R. Co. 

Case No. 5045—Robinson Land & Lumber Co. vs. M. & 
O. R. R. Co. 

Jan. 13—Hearing at Topeka, Kan., before Special Exam- 
iner Gibson: 

Case No. 5246—Ewing Coal Co. vs. Ark. Cent. R. R. 
Co. et ai. 

Jan. 13—Hearing at Washington, D. C., 
Examiner Gerry: 

Case No. 4606—Youngstown Sheet & Tube Co. et al. 
vs. P. & L. E. R. R. Co. et al. 

Case No. 4608—Youngstown Sheet & Tube Co. et al. 
vs. L. S. Ry. Co. et al. 

Jan. 13—Hearing at Washington, D. C., 
cial Examiner Thurtell, fourth floor, 
building. 

Fourth Section Application No. 7776. 

Jan. 13—Hearing at Washington, D. C., 
Examiner Prouty: 

I, & S. 197—Advances for the transportation of pas- 
sengers between Washington, D. C., and points in Vir- 
ginia. 

Jan, 14—Hearing 
aminer Gibson: 

Case No. 4182—Sheridan Ploughe vs. C. & N. W. Ry. 
Co. et al. 

Case No. 4484—Sheridan Ploughe vs. C. B. & Q. R. 
R. Co. et al. 

Case No. 4904—Boyle Commission Co. vs. West. Pac. 
Ry. Co. et al. 

Case No. 5193—American Warehouse Co. 
S. F. R. R. Co. et al. 

Case No. 5271—Kansas Chemical Mfg. Co. vs. A. T. 
& S. F. Ry. Co. et al. 

Fourth Section Application No. 349. 

Jan. 14— 

*Hearing of Fourth Section Application No. 349, now 
assigned before Special Examiner Gibson, Jan. 14, at 
Wichita, Kan., is cancelled and this proceeding re- 
assigned for hearing before Special Examiner Flynn at 
San Francisco, Cal., Jan. 28, 1913. 

Jan. 15—Argument at Washington, D. C, 

I. & S. No. 124—Advances in rates for the transporta- 
tion of linseed oil from St. Paul, Minn., and other points 
to Chicago, Ill., Kansas City, Mo., and other points. 

Case No. 5096—William H. Suffern Grain Co. vs. IIl. 
Cent. R. R. Co. et al. 

Case No. 4604—Traffic Bureau of Nashville, Tenn., vs. 
L. & N. R. R. Co. et al. 

Jan. 15—Hearing at Washington, D. C.: 

Case No, 5354—In the matter of practices and regu- 
lations governing the issuance, sale and exchange of 
mileage books. 

Jan. 15—Hearing at Norfolk, 
aminer Prouty: 

Case No. 4631—In the matter of the investigation of 
alleged irregularities and discrepancies in the weigh- 
ing of freight by carriers subject to the Act to regu- 
late commerce. 

Jan. 16—Hearing at Amarillo, Tex., 
aminer Gibson: 

Case No. 5031—Gisco, C., vs. C. R. I. & P. Ry. Co. et al. 

Case No. 5131—Chalmers, D. M., vs. A. T. & S. F. Ry. 
Co. et al. 

Jan. 16—Argument at Washington, D. C.: 

Case No. 4941—News-Times Publishing Co. vs. A. T. 
& S. F. Ry. Co. et al. 

Case No. 4948—Hirsch & Sons Iron & Rail Co. vs. 
Washington, Baltimore & Annapolis Elec. Ry. Co. et al. 

Case No. 5151—Security Warehouse & Elevator Co. 
vs. C. & A. R. R. Co. et al. 


before Special 


before Spe- 
American Bank 


before Special 


at Wichita, Kan., before Special Ex- 


vs. St. L. 


Va., before Special Ex- 


before Special Ex- 


Case No. 5111—Davis Bros, Lumber Co. et al. vs. C. 
R. I. & P. Ry. et al. 

Jan. 17—Argument at Washington, D. C. 

I, & S. No. 122—In the matter of the investigation and 
suspension of certain new rules and regulations re 
stricting the dimensions of trunks and other articles 
handled as baggage by carriers operating throughout 
the United States. 

Case No. 4701—Oklahoma Traffic Assn. vs. A. T. & 
S. F. Ry. Co. et al. 

Case No. 4636—Corporation Commission of Oklahoma 
vs. Arkansas, Oklahoma & Western R. R. Co. et al. 
Jan, 18—Hearing at Denver, Colo., before Special Ex 

aminer Gibson.: 

Case No. 4934—Colorado Moline Plow Co. vs. C. R. | 
& P. Ry. Co. et al. 

Case No. 4957—Davis & Shaw Furniture Co. vs. C. R 
I. & P. Ry. Co. et al. 

Case No. 5076—C. S. Morey Mercantile Co. vs. C. R 
I. & P. Ry. Co. 

Fourth Section Application No. 964. 

Case No. 5284—Frank Bond et al. vs. 
Co. et al. 

Case No. 5304—Standard Pharmacal Co. vs. C. R. I. & 
P. Ry. Co. et al. 

Jan. 18—Argument at Washington, D. C.: 

Case No. 3151—Manufacturers’ Ry. Co. et al. vs. St 

L. I. M. & So. Ry. Co. et al. 
Jan. 18—Hearing at Washington, 
Examiner Prouty: 

Case No. 3629—United States Leather Co. vs. S: 
Ry. Co. 

Jan. 20—Hearing 
Prouty: 

Case No. 2713—Michigan Hardwood Manufacturers 
Assn. et al. vs. Transcontinental Freight Bureau et al. 

Case No. 7: 


B. & A. R. R 


D. C., before Specia 


at Chicago, Illl., before Commissione 


732—Cattle Raisers’ Assn. of Texas vs. M 
K. & T. Ry. Co. et al. 

I. & S. No. 191—Advanceg on cottonseed from points 
in Oklahoma to Little Rock, Ark. 


Jan. 20—Hearings at Washington, D. C., 
sioner Clements. 

*I. & S. No. 125—In the matter of the investigation 
and suspension of advances in rates by carriers fo! 
the transportation of boots and shoes from Boston 
Mass., and other points to Atlanta, Ga. 

Jan, 20—Hearing at Denver, Colo., before Special Ex 
aminer Gibson: 

Case No. 5017—McLean, E. J., vs. D. & R. G. R. R 
Co. et al. 

Case No. 5068—Winters Metallic Paint Co. vs. C. M 
& St. P. Ry. Co. et al. 

Case No. 5178—Colorado Portland Cement Co. vs. ( 
B. & Q. R. R. Co. et al. 

Case No. 5228—Portland Gold Mining Co. vs. 
M. R. R. Co. et al. 

Jan, 20—Hearing at Salt Lake City, 
cial Examiner Flynn. 

Case No. 5097—Hobbs Hardware Co. et al. vs. A. T 
& S. F. Ry. Co. et al. 

Case No. 5324—Charles Dale et al. vs. A. T. & S. F 
Ry. Co. 

Jan. 20—Hearing at Pittsburgh, Pa., before Special Ex 
aminer Prouty: 

Case No. 4631—In the matter of the investigation o! 
alleged irregularities and discrepancies in the weigh 
ing of freight by carriers subject to the Act to regu 
late commerce. 

Jan. 20—Hearing at Chicago, 
Harlan: 

Case No. 5327—Pulp & Paper Mfrs.’ Traffic Assn. vs 
C. M. & St. P. Ry. Co. et al. 

Case No. 5346—Auburn & Alton Coal Co. et al. vs 
A. T. & §. F. Ry. et al. 

Jan. 20—Hearing at Washington, D. C., before Special Ex 
aminer Boyle: 

*I. & S. No. 152—Advances on pig iron, in carloads, 
from Buena Vista, Va., and other points to Philadelphia, 
Pa., and other destinations. 


before Commis 


Pere 


Utah, before Sm 


Ill., before Commissione: 
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January 11, 1913 


Jan. 21—Hearing at Denver, Colo., before Special Ex- 
aminer Gibson. 
*Case No. 5329—New England Electric Co. vs. C. R. 


I. & P. Ry. Co. 
*Case No. 5338—J. A. Johnson vs. D, & R. G. R. R. 
Co. et al. 


*Case No. 5353—Frey Bros. & Cooper L. S. Co. vs. 
A. T. & 8S. F. Ry. Co. et al. 
Jan. 21—Hearing at Chicago, Ill., before Chairman Prouty. 
Case No. 5241—Iowa State Board of Railroad Commis- 
sioners vs. Ariz. East. R. R. et al. 
Case No. 5283—Hicks Fuller Pierson Co. vs. C. B. & 


Q. et al. 

Case No. 5286—M. E. Smith & Co. et al vs. C. B. & 
Q. R. R. et al. 

Case No. 5060—John Taylor Dry Goods Co. vs. Mo. 
Pae. Ry. Co. 


Case No. 5200—Wheeler & Motter Mercantile Co. et 
il. vs. A. T. & S. F. Ry. Co. et al. 


Jan. 21—Hearing at New York, N. Y., before Com- 
missioner Meyer: 

*Case No. 5015—Brown, Wayne H., vs. B. & M. R. A. 
Co, et al. 

Jan. 22—Hearing at Reno, Nev., before Special Examiner 
Flynn. 

Case No. 4962—George R. Worn et al. vs. Bota & 
Loyalton R. R. Co. et al. 

Case No. 5233—Goldfield Consolidated Milling & Trans 
Co. vs. So. Pac. et al. 

Case’ No. 5243—Goldfield Consolidated Milling and 
Trans. Co. ve. L. V. R. R. Co. et al. 

Case No. 5307—Tonopah Extension Mining Co. vs. A. 
T. & S. F. Ry. Co. et al. 

Jan. 23—Hearing at Phoenix, Ariz., before Special Ex- 
aminer Gibson. 

Case No. 4980—Pacific Creamery Co. vs. A. T. & S. 
F. Ry. Co. et al. 

Case No. 5009—Pacific Creamery Co. vs. So. Pac. Co. 
et al. 

Case No. 5281—Arizona Corporation Commission vs, 
A. T. & 8. F. Ry. Co. 

Case No. 5320—Arizona Corporation Commission vs 
Arizona East. R. R. Co. et al. 

Jan. 23—Hearing at Chicago, Ill, before Special Ex- 
aminer Prouty: 

Case No. 4631—In the matter of the investigation of 
alleged irregularities and discrepancies in the weigh- 
ing of freight by carriers subject to the Act to regu- 
late commerce, 

Jan. 24—Hearing at Cincinnati, O.: 

*I. & S. No. 153—Advances on lumber in carloads 
from producing points in Tennessee, Mississippi and 
other states to destinations north of the Ohio River, 
and Canadian destination. 

Jan, 25—Hearing at Los Angeles, Cal., before Special 
Examiner Flynn. 

Case No. 5273—R. W. Pridham Co. vs. So. Pac. Co 
et al. 

Jan. 27—Hearing at El Paso, Tex., 
Examiner Gibson: 

Case No. 5023—Tuttle Paint & Glass Co. vs. So. Pac. 
Co. et al. 

Case No. 5033—Momsen, Gus, & Co. et al. vs. P. C. 
C. & St. L. Ry. Co. et al. 

Case No. 5112—Ramsey, Bert & Co. et al, vs. Rio 
Grande & El Paso R. R. Co. et al. 

Case No. 5302—El Paso Refining Co. vs. Rio Grande 
& El Paso R. R. Co. et al. 

Case No. 5082—Mesilla Valley Produce Exchange vs. 
A. T. & S. F. Ry. et al. 

Jan. 27—Hearing at Los Angeles, Cal., before Special 
Examiner Flynn. 

I. & S. No. 180—Advances on tin cans and other com- 
modities between points in California and points in 
other states. 


before Special 


_ Jan. 28—Hearing at San Francisco, Cal., before Special 


Examiner Flynn. 

Case No. 5303—Puget Sound Iron & Steel Works et al. 
vs. C. R. L. & P. Ry. Co. et al. 

Case No. 5325—Yuba Construction Co. vs. C. St. P. 
M. & O. Ry. Co. et al. 

I. & S. No. 192—Advances on empty freight equip- 
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ment from eastern shipping points to California termi- 
nals. 

*Case No. 5343—J. G. Johnson et al. vs. Sou. Pac. Co. 

Jan. 28—Hearing at New York, N. Y., before Commis- 
sioner Prouty: 

Case No. 4895—Boston Chamber of Commerce et al. 
vs. A. T. & S. F. et al. 

*Fourth Section Application No. 349. 

Jan, 29—Hearing at San Antonio, Tex., before Special 
Examiner Gibson: 

Case No. 5053—Eagle Pass Lumber Co. vs. G. H. & 
S. A. Ry. Co. 

Case No. 5249—Arkansas Pass Channel & Dock Co. 
vs. G. H. & S. A. Ry. Co. et al. 

I. & S. No. 173—Withdrawal by carriers of rules and 
regulations governing the reconsignments of lumber and 
articles taking lumber rates at Eagle Pass, Tex. 

Jan. 31—Hearing at Portland, Ore., before Special Exam- 
iner Flynn. 

Case No. 5256—Allen & Lewis et al. vs C. B. & Q. 
R. R. Co. et al. 

Case No. 5317—J. K. Gill Co. vs. Ore.-Wash. R. R. 
& Nav. Co. et al. 

Jan. 31—Hearing at Houston, Tex., before Special Ex- 
aminer Gibson: 

Case No. 3774—Houston Packing Co. vs. Texas & New 
Orleans R. R. Co. et al. 

Case No. 5294—Kirby Lumber Co. vs. Gulf Colo. & 
Santa Fe Ry. Co. et al. 

Feb. 1—Hearing at Beaumont, Tex., before Special Ex- 
aminer Gibson: 

Case No. 5242—Port Arthur Board of Trade vs. Abi- 
lene & Sou. Ry. Co. et al. 

Feb. 1—Hearing at Seattle, Wash., before Special Ex- 
aminer Flynn: 

I. & S. No. 163—Advances on lumber and shingles 
from North Pacific Coast territory to points in Min- 
nesota, Wisconsin and other states. 

I. & S. No. 193—Advances on lumber and shingles and 
other articles, from points located on the Washington 
Western Ry. to points in Minnesota, Illinois, Indiana 
and other states. 

Feb. 3—Hearing at Fort Worth, Tex., before Special 
Examiner Gibson: 

Case No. 4967—Austin Mill & Grain Co. vs. Gulf, Colo. 

& S. F. Ry. Co. et al. 


Feb. 4—Hearing at Dallas, Tex., before Special Ex- 
aminer Gibson: 

Case No. 5251—Swanson, Axel W., vs. Tex. & Pac. 
Ry. Co. 

Case No. 5275—Swanson, Axel W., vs. M. La. & Tex. 
R. R. & S. S. Co. et al. 

Feb. 4—Hearing at Spokane, Wash., before Special Ex- 
aminer Flynn: 

Case No. 5066—Colburn Mercantile Co. vs. Gt. Nor. 
Ry. Co. et al. 

Case No. 5186—H. J. Shinn & Co. et al. vs. No. Pac. 
Ry. Co. et al. 

Case No. 5308—Northern Mercantile Co. Ltd. vs. Gt. 
Nor. Ry. Co. et al. 

Feb. 5—Hearing at Sherman, Tex., before Special Ex- 
aminer Gibson: 

Case No. 5253—Birge Forbes Co. vs. M. K. & T. Ry. 
Co. et al. 

Feb. 5—Hearing at Helena, Mont., before Special Ex- 
aminer Flynn: 

Case No. 5205—Gallatin Lumber Co. vs. C. B. & Q. 
R. R. Co. et al. 

Case No. 5211—Dillon Coal & Transfer Co. vs. O. S. 
L. R. R. Co. et al. 

Feb. 6—Hearing at Helena, Mont., before Special Ex- 
aminer Flynn: 

Case No. 5272—Board of R. R. Commissioners of the 
state of Montana in behalf of L. H. Van Dyck Co. vs. 
No. Pac. Ry. Co. et al. 

Case No. 5199—Board of R. R. Commissioners of the 
state of Montana in behalf of Conrad Mercantile Co. vs. 
Gt. Nor. Express Co. 

*Fourth Section Application No. 4467. 

Feb. 10—Hearing at Billings, Mont., before 
Examiner Flynn: 

are No. 5206—Yegen Bros. vs. C. B. & Q. R. R. Co. 

et al. 


Special 


ai 


ai bch cet era tae tee tes isha a aocnp tials’ “sitannineisapineitle aaa tac tinal 


140 


Feb. 12—Hearing at Pierre, S. D., before Special Ex- 
aminer Flynn: 

Case No. 4984—Archie Floran et al vs. Wells Fargo 
& Co. et al. 

Case No. 5048—Livingston Bros. vs. C. M. & St. P. 
Ry. Co. et al. 

Case No. 5104—Dakota & Western Ry. Co. vs. Rapid 
City & B. H. & West. R. R. Co. et al. 

I. & S. No. 194—Advances in class rates and rates 
applying on emigrant movables between points in South 
Dakota and points in Nebraska and other states. 

Feb. 15—Hearing at Sioux Falls, S. D., before Special 
Examiner Flynn: 

*Case No. 5322—James C. Wright et al. vs. C. & N. W. 
Ry. Co. 

Feb. 17—Hearing at 
cial Examiner Flynn: 

*Case No. 5240—Minneapolis Threshing Machine Co. 
vs. Minn. & St. L. R. R. Co. et al. 

*Case No. 5289—Curry & Whyte Co. et al. vs. Gt. Nor. 
Ry. Co. 

“Case No. 
Co. 

*Case No, 5330—Fullerton Lumber Co, vs. 
mn. B. Co. ot al. 

*]. & S. No. 188—Advances in linseed-oil cake, lin- 
seed-oil meal and flaxseed screenings in carloads from 
Minneapolis and St. Paul, Minn., to Galveston, Tex., and 
other Gulf ports. 

Feb, 18—Hearing at Minneapolis, Minn., before Special Ex- 
aminer Flynn: 

*t & S. No. 163—Advances on lumber and shingles 
from North Pacific Coast Territory to points in Minne- 
sota, Wisconsin and other states. 

Feb. 20—Hearing at La Crosse, 
Examiner Flynn: 

*Case No. 4919—Helleman Brewing Co. vs. C. B. & 
Q. R. R. Co. 

Feb. 21—Hearing at 
aminer Flynn: 

*Case No. 5315—Morris Johnson Brown Mfg. Co. vs. 
Ill. Cent. R. R. Co. et al. 

Feb. 24—Hearing at Madison, 
aminer Flynn. 

*Case No. 4972—Martin & Son et al. vs. C. & N. W. 
Ry Co. 

Feb. 25—Hearing at 
Examiner Flynn: 

*Case No. 4880—Thomas Produce Co. vs. C. M. & St. 
P. Railway Co. et al. 

*Case No. 4900—Lindsay Bros. vs. 
C. et al. 

*Case No. 


Minneapolis, Minn., before Spe- 


5158—Curry & Whyte Co. vs. Gt. Nor. Ry. 
Ala. Cent. 


before Special 


Wis., 


Dubuque, Ia., before Special Ex- 


Wis., before Special Ex- 


Milwaukee, Wis., before Special 


Cinti. Bluffton & 


5006—Milwaukee Western Fuel Co. vs. C. 
& N. W. Ry. Co. 


*Case No. 5073—Lindsay Bros. vs. G. R. & I. Ry. Co. 


et al. 
*Case No. 5297—Pfister & Vogel Leather Co. vs. B. 


& M. R. R. Co. et al. 


COMPLAINTS 


Digest of New Petitions Filed with the Interstate 


Commerce Commission 
No. 5388. H. V. Lipe, McIntosh, N. M., vs. St. Louis, 
Iron Mountain & Southern et al. 

Alleges an overcharge of 15 cents per 100 on im- 
migrant goods from Oolagah, Okla., to McIntosh, aris- 
ing from the fact that the local agent said he did not 
have the tariff showing the rate and depended upon 
telegraphic advices from the agent at Joplin, Mo., in 
quoting the rate. Demands reparation amounting to 
$30. 

No. 5389. Humphreys, Godwin & Co., Memphis, Tenn., 
vs. Chicago, Rock Island & Pacific et al. 

Allege imposition of an unjust and unreasonable 
rate on loose cottonseed hulls from Little Rock, Ark., 
to Higgins, Tex. Complainant says principal defend- 
ant quoted a rate of l16c, but on arrival of hulls at 
Higgins found that the rate is 65c. Complainant de- 
clined to pay because the hulls were worth only 39c 
per 100. The railroad company sold them, seven car- 
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loads, for $840.84. Later it established a rate of 24 
and expressed a willingness to make reparation t 
that rate, which complainant asks the Commission t: 
allow. 

No. 5390. Eagle Pass (Tex.) Lumber Co. vs. Galvestor 
Harrisburg & San Antonio et al. 

Alleges denial of concentration 
contrary to Concentration Circular. 
tion and a cease and desist order. 

No. 5371. James B. Show of Derby, Conn., ys. Rutlan: 
R. R., B. & M. and N. Y. N. H. & H. 

Complainant alleges that the rate of 30%c per 10 
lbs. for the transportation of cattle from Chateaqua) 
Burke and Cherubusco, N. Y., to Newton, Conn., is 
excessive; that a just and reasonable rate should no 
exceed 24c per 100 Ibs., and prays that defendants b: 
made to put in force a more reasonable and just rat: 
and asks reparation in the sum of $200. 

No. 5372. Baum Coal Co. of Omaha, Neb., vs. C. & N 
W. and C. St. P. M. & O. 

Complainant alleges that on Dec. 12, 1910, it shipped 
from Itasco, Wis., to Missouri Valley, Ia., a consign 
ment of coal, and then diverted same to Omaha, Neb 
and that routing used by defendants after the co: 
was diverted from Missouri Valley resulted in an e) 
cessive rate. Complainant asks reparation in the sum 
of $56.66. 

No. 5374. 
B. & O: 

Complainant alleges that the rate of 26c¢ per 100 
lbs. assessed by defendants for the transportation of 
a consignment of cast-iron target shells from Richmond 
Va., to Fort Mifflin (Philadelphia), Pa., shipment mo\ 
ing Dec. 7, 1910, was excessive in that a just and re: 
sonable rate should not exceed 17c per 100 lbs. Con 
plainant asks for more reasonable rate and reparation 
in the sum of $101.07. 

5375. Norman Lumber Co. of Louisville, Ky., et al. v: 
Louisville & Nashville et al. 

Against rates on hardwood lumber from Mississippi 
Valley territory to Western Termini as against Louis 
ville and in favor of Cincinnati, also against a bride: 
toll of 1c at Louisville, which is not charged at Co\ 
ington, Newport, Cairo or Evansville. Ask for relief 
from the discrimination and to establish rates on lum 
ber from Mississippi Valley territory to Western Te 
mini and Trunk Line points via Louisville not to ex 
eceed the rates via Cincinnati, and for the elimination 
of the bridge toll, 

No. 5376. A. H. Stange, Merrill, Wis., vs. Chicago, Mil 
waukee & St. Paul et al. 

Alleges unjust and unreasonable rates on pine doors 
for export via Atlantic ports in that they are highe 
than rates on lumber. Demands reasonable rates to 
Boston, New York, Baltimore, Philadelphia and other 
Atlantic ports. 

No, 5377. Mogenson-Wells 
et al. 

Alleges excessive L. C, 


lumbe 
repara 


privilege on 
Demands 


United States of America vs, R. F. & P. and 


Co., San Francisco, vs. Erie 

L. rates on glass bottles 
metal jackets from New York to San Francisco owing 
to error in classification. Demand establishment o! 
a reasonable maximum rate in lieu of three times first 
class, and reparation amounting to $886. 

No. 5378. M. C. Peters Mill Co., Omaha, vs. Chieag: 
Burlington & Quincy and the St. Louis & San Fra: 
cisco, 

Alleges unjust, unreasonable and unduly discrimin 
tory rates on L. C. L. alfalfa feed from Omaha to Si 
livan, Mo. Reasonable rate and reparation demand: 


No. 5379. Bradford-Kennedy Lumber Co., Omaha, \ 
Texas & New Orleans et al. 

Unjust, unreasonable, excessive and discriminato 
on three cars of lumber from Olive, Tex., to Llewella 
Neb. Demands a reasonable rate and reparation. 

5380. R. E. & C. E. Mason of Charlotte, N. C., vs. tl 
Atlantic Coast Line et al. 

Unjust, unreasonable and discriminatory rates ©: 
shipments of cotton from Timmonsville, S. C., 
Catawba, Lenoir and Maiden, N. C. Reparation aske | 
down to the basis of rates since put into effect f:! 
this traffic. 

5381. Diana Paper Co. of Harrisville, N. Y., vs. the Ne 
York Central & Hudson River Railroad Co. et al. 
Excessive rates on return shipments of waste pap ° 
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and iron cores, from Chicago, Ill., to Harrisville, N. Y. 
Reasonable rates asked for and reparation of $3,436.56. 
5382. F. J. Lewis Manufacturing Co. of Moline, I[Il., vs. 
the Chicago, Burlington & Quincy Railroad Co. 
Excessive, unjust, unreasonable and discriminatory 
rates on shipments of petroleum tar from Lincoln, 
Neb., to Moline, Ill. Reasonable and just rates asked 
for; also reparation. 
5383. Orgill Brothers & Co. of Memphis, Tenn., vs. the 
Illinois Central Railroad, 
Unjust, unreasonable and discriminatory rates on 
shipments of plows from Coldwater, Miss., to Memphis, 


Tenn. Reasonable and just rates asked for and repa- 
ration. 
5384. Stephen & Gerrard of Barre, Vt., vs. the Mont- 


pelier & Wells River Railroad Co. et al. 

Excessive rates on shipment of building stone from 
Barre, Vt., to Denver, Colo., owing to failure to-observe 
shipping instructions as to routing. Reparation asked 
for. 

5385. American Naval Stores Co. of savannah, Ga., vs. 
the Louisville & Nashville Railroad Co. 

Unreasonable and unjust charges on carload ship 
ment of resin from Pensacola, Fla., to Chattanooga, 
Tenn., owing to tae charging of full locals into and out 
of the reconsignment point. Reasonable rates asked 
for and rules for the diversion of traffic while in tran- 
sit; also for reparation. 

5386. Warfield-Pratt-Howell Co. of Sioux City, Ia., vs. 
the Union Pacific Railroad Co. et al. 

Unreasonable, unjust, excessive and discriminatory 
rates on shipments of salt, in sacks, trom Kanopolis, 
Kan., to Sioux City. Reas.nable rates asked for. 

5387. The National Syrup Co. of St. Joseph, Mo., vs. 
the Chicago & Northwestern Railway Co, et al. 

Unjust, unreasonable and prejudicial rates on suip- 
ments of glucose from Chicago to Missouri River 
points. Cease and desist order asked for. 


SOUTH’S POSSIBLE LOSSES 


‘arrier’s Estimate of the Effect of Enforcement 
of Long-and-Short-Haul Clause on 
Southeastern Roads 


-~ 





An extended conference was held before Mr. Thurtell, 
head of the Fourth Section Board, on December 28, in 
pursuance of a former conference held on Dec. 19, 1911, 
between the executive and traffic officials and counsel of 
carriers in the Southeast and Commissioners Clements, 
McChord and Meyer, at which time it was suggested and 
the railroads promised to furnish data showing the ap- 
proximate loss—and by the best endeavor it is conceded 
that it can only be approximate—that will result to the 
carriers operating east of the Mississippi and south of 
the Ohio rivers from the operation of the long-and-short- 
haul clause if applied to the movement of traffic during 
one year. ; 

At this conference statistics were presented by John M. 
Steadwell, assistant general freight agent of the Nashville, 
Chattanooga & St. Louis, which show that the enforcement 
of these provisions would mean a net loss to the carriers 
interested of in excess of $12,869,727.81, exclusive of some 
of the lines operating through that territory, who refused 
to furnish the necessary information. Among those present 
at the conference were M. P. Calloway and Chas. P. Dray- 
ton, counsel for thirty-three of the carriers operating in 
this territory; Lincoln Green, freight traffic manager of 
the Southern; C. B. Northrup, assistant general counsel 


of the Southern; N. W. Proctor, of the Louisville & Nash- 
Ville; M. F. Mallory, comptroller of the Cincinnati, New 
Orleans & Texas Pacific, and George Becker, auditor of 
freight receipts for the Louisville & Nashville. 

Mr. Steadwell presented a compilation of statistics that 
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have been worked out by C. A. Countiss; a volume includ- 
ing rates worked out on ten different rate bases, and 
showing the exact way in which these rates were worked 
out from Memphis, Cincinnati, Ohio River crossings, Gulf 
ports and Southeastern Territory; also from the Virginia 
cities to the territory intermediate of the Ohio and Mis- 
sissippi River crossings. In making all the compilations 
that were presented, it would seem that the railroads tried 
to do the fair thing, in so far as they invariably took the 
workable routes with the shortest mileage, and in the 
compilation the actual work of the roads for the first seven 
days of December, 1910, March, June and September, 1911, 
was taken, applying thereto the rates in effect March 1, 
1912. The alleged reason for selecting those months was 
that they were thought to be fairly representative of the 
varying conditions and quantities of commerce that would 
be transported at all times during a year. 


The following rules were adopted at the beginning of 
the work: The maximum rate to be applied under the 
Jong-and-short-haul clause would be the rate to that point 
taking the lowest rate to destination, and as applied to 
traffic moving from Louisville to points intermediate the 
South Atlantic ports, for instance, to a point intermediate 
between Louisville and Chattanooga, not higher than to 
Chattanooga; to a point intermediate between Louisville 
and Atlanta, not higher than to Atlanta; to a point inter- 
mediate between Louisville and Macon, not higher than 
to Macon; to a point intermediate between Louisville and 
Augusta, not higher than to Augusta; to points inter- 
mediate between Louisville and Charleston, via all rea- 
sonably direct routes, the Charleston rates were observed 
as maxima. To destinations in these routes, such as 
Augusta, Macon, Atlanta and Chattanooga, where the rates 
from Louisville are lower than the rates to Charleston, 
such rates have been observed as maxima to destinations 
intermediate thereto. In no instance was an unreasonably 
circuitous route used. No account was taken of traffic, 
the origin or destination of which was beyond the confines 
of the Southeastern Territory. 


Thirty-six carriers submitted calculations of the losses 
that would accrue to their lines, on tonnage that originated 
on the line of each respective carrier, no account being 
taken of the delivery work of the lines, which would have 
run the figures up several millions of dollars in excess of 
the estimate submitted. For the thirty-six carriers re- 
porting, the estimated losses for one year are as follows, 
including all traffic moving into, out of, and between points 
within the territory south of the Ohio River, Cincinnati 
to Cairo, inclusive, east of the Mississippi River, Cairo 
to New Orleans, inclusive, and south of the line of the 
Chesapeake & Ohio and the Norfolk & Western: Alabama 
& Vicksburg, $58,796.84; Alabama Great Southern, $73,- 
104.72; Atlanta & West Point, $53,448.59; Atlanta, Birming- 
ham & Atlantic, $81,204.11; Atlantic Coast Line, $1,043,- 
599.18; Augusta Southern, $3,728.40; Baltimore Steam 
Packet, $178.422.92; Blue Ridge, $10,284.69; Carolina, 
Clinchfield & Ohio, $111,049.51; Central of Georgia, $466,- 
809.72; Charleston & Western Carolina, $34,796.45; Chesa- 
peake Steamship Co., $141,672.83; Cincinnati, New Orleans 
& Texas Pacific, $806,262.60; Danville & Western, $976.69; 
Georgia, $64,013.95; Georgia, Southern & Florida, $45,794.19; 
Gulf & Ship Island, $27,845.84; Louisville & Nashville, 
$2,725,645.39; Louisville, Henderson & St. Louis, $80,783.43; 
Mobile & Ohio and Southern in Mississippi, $725,051.73; 
Macon, Dublin & Savannah, $90,216.36; Nashville, Chatta- 
nooga & St. Louis, $824,784.74; New Orleans, Mobile & Chi- 
cago, $67,561.26; New Orleans & Northeastern, $486,789.30; 
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Northwestern of South Carolina, $2,289.30; Northern Ala- 
bama, $7,598.37; Norfolk Southern, $37,354.72; Ocean 
Steamship Co., $221,038.35; Old Dominion Steamship Co., 
$326,821.04; Seaboard, Air Line, $1,074,283.21; Southern, 
2,731,526.59; Tennessee Central, $175,126.25; Virginia & 
Southwestern, $52,249.08; Western of Alabama, $15,459.08; 
Winston-Salem Southbound, $6,096.74; Wrightsville & Ten- 
nille, $17,241.64; total, $12,869.727.81. 

Estimates were refused by the Durham & Southern, 
Georgia & Florida, lilinois Central, Merchants’ & Miners’ 
Transportation Co., Mississippi Central, New Orleans & 
Great Northern, Norfolk & Western and their connections. 

The gross freight revenue of the reporting lines for 
the fiscal year ending June 30, 1911, amounted to $175,- 
936,358, which gives an average loss on all that traffic of 
6.73 per cent. The gross freight revenue of the non-re- 
porting lines for the same period was $46,906,161, and sup- 
posing that the same basis of loss would accrue to those 
roads, it would mean an additional loss to the carriers in 
this Southeastern Territory of $3,283,431, or a total loss 
for the combined reporting and non-reporting lines of 
$16,153,158.81. This takes into account no consideration 
for the losses that would accrue on the intra-line haul 
traffic on 130 non-reporting lines, and which moved be- 
tween points on those lines. 

Figures were presented showing the gross freight 
revenue of 134 carriers in this territory for the fiscal year 
ending June 30, so far as it was possible to ascertain it, 
and it appears that, while some few of the carriers show 
large net surpluses, yet there are many more, to be exact, 
45 roads, that show absolute deficits on the year’s work, 
running all the way from a thousand to more than a 
million dollars in some instances; for instance, that of 
the Virginian Railway, for which a deficit of $1,113,355 is 
shown. The net surplus of all the carriers in this territory 
is $36,903,531, and if from that is deducted the estimated 
loss of $16,153,159, there is only left a net surplus of 
$20,750,372 for the payment of dividends on the stocks of 
the various roads. 

The representatives of the roads present stated that 
this information has been collected at an infinite amount 
of pains, both as to time and money, and the data thus 
collected is now in such shape, at least for the major part 
of the roads, that it will be possible for them to collate 
such other and additional information as the Commission 
may wish, and they stand ready to do this at any time 
should the Commission feel that there are other compila- 
tions that may be made that will be of value to them. The 
actual traffic moving over the lines was taken and every 
way-bill covering the movements of freight during the 
time mentioned was examined and card-indexed. The 
multiplicity of detail work which this entailed can hardly 
be imagined by a layman, but it has been estimated by 
the carriers themselves that it represents the work of one 
man for 24,276 days, or 66 years, 6 months and 6 days, 
without allowing for any holidays or Sundays, and called 
for an expenditure of $70,222.18, requiring, as it did, the 
manipulation of 225,366 recapitulation sheets. 


TRAFFIC CLUB ENTERTAINMENT 


On January 14 the Traffic Club of Chicago will hold 
an informal “Ladies’ Night” which will open with a 
table d’hote dinner at 6:45. The entertainment will be 
in the red room. Among the_talent secured are Mrs. 
Guy S. McCabe and Company, who will give child im- 
personations; H. K. McEvoy will furnish stunts of leg- 
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erdemain; W. R. Dickinson will give a vocal solo, and H. 
B. Bartholomew, “etc.,” will serve as the “Traffic Club 
Double Quartette.” Guest privilege is permitted. 

On January 22, at luncheon, an address on “Greater 
Efficiency in Agricultural Production” will be given by 
Prof. P. G. Holden, director agricultural extension de- 
partment, International Harvester Co. On January 28 
will be held the sixth annual banquet, for which invita 
tions will be mailed and speekers announced later. 

At the luncheon on January 8 J. M. Daly, general 
superintendent of transportation Illinois Central, ad 
dressed the club on “Car Efficiency.” 


BEGIN TAP LINE SUIT 


In a petition that bristles with strong assertions to 
the general effect that the Interstate Commerce Commis 
sion, in its several tap line decisions, acted as if ther: 
were no limits of statutory or constitutional authority to 
bind it, H. M. Garwood, L. M. Walter and W. R. Thurmond 
to-day began what will probably become known as “th: 
tap line suit” in the Commerce Court. The suit is brought 
by the Louisiana & Pacific, the Hudson River, the Ryder- 
King, the Calcasieu Long Leaf, the Longville and th: 
Long-Bell lumber companies against the United States, 
the Louisiana Western Railroad Co., Morgan’s Louisiana 
& Texas Railway and Steamship Co., New Orleans, Texas 
& Mexico and the St. Louis & San Francisco Railroad 
companies. 

The lumber companies are petitioners on the ground 
that the orders of the Interstate Commerce Commission 
have forced the trunk lines mentioned to break thei: 
contracts with the Louisiana & Pacific, and thereby de 
prive them of the through routes and joint rates on their 
products which the Act to regulate commerce gives them 
The trunk lines are brought in as respondents, on th: 
ground that they have broken their contracts with th« 
Louisiana & Pacific. All the parties petitioning are lo 
cated in Calcasieu Parish, La., but the order they attac] 
applies to all the tap lines in Louisiana, Texas, Missis 
sippi, Arkansas and Missouri. 

After setting forth the fact that the original order, 
which became effective on May 1 of this year, was not 
given to the public until the late afternoon of April 2° 
and gave the damaged interests no opportunity to as! 
for an injunction and that the Commerce Court, later 
under what the petitioners say, was a misapprehensio! 
of the Supreme Court’s opinion in the Proctor & Gambl: 
case, the petitioners aver that the Commission is and 
was without power to say there is any “proprietary 
lumber company or companies of the Louisiana & Pacifi 
Railroad Co. or to declare that the service performed b) 
that railroad corporation is not a transportation servic« 
but is a plant service by a plant facility; that it igs pur: 
legislation, and therefore beyond the power of the Com 
mission to say that it is no transportation service unless 
it extends for more than three miles beyond the track 
of a trunk line or that an allowance for a haul of les: 
than 1,000 feet is illegal. The petition says that suc! 
a holding is an arbitrary and unreasonable exercise 0! 
power. 

A further allegation is that the order is unconstitu 
tional, because it impairs the validity of contracts befor: 
declared upon contrary to the provisions of the fifth 
amendment to the constitution; that the order unduly 
discriminates against the petitioning lumber companie: 
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n comparison with other shippers over the rails of the 
Louisiana & Pacific; deprives them of through routes and 
joint rates; that the uncontradicted evidence shows the 
_ & P. to be a common carrier and that the finding to 
the contrary by the Commission is not based upon any 
ubstantial evidence. 

The final allegation in the summing up is that the 
order requires unjust discrimination as between the tap 
ines named in the order, on.the part of the trunk lines, 
some being permitted to make through routes and joint 
rates and others forbidden, some being allowed to re- 
ceive money for switching services, while others are for- 
idden, and some, such as the Louisiana & Pacific, being 
allowed to receive neither. 


TERMINAL ROAD ALLOWANCES 





Commissioner Harlan, on January 3, began a hear- 
ing in his investigation of allowances made by the trunk 
lines to terminal railroads. While it does not so appear in 
the title, it is really an inquiry into the relations be- 
tween the trunk lines and the corporations owned by the 
United States Steel Corporation. It is the iron and steel 
complement to the tap line matter which has been pend- 
ing in one form or another for three or four years. 

In the tap line decision, the Commission laid down 
the principle that the small or terminal railroad is not 
entitled to a division of a through rate on such commodi- 
ties as it may carry for its proprietary companies. Con- 
cretely put, that decision says, in effect, that the United 
States Steel Corporation’s Cuyahoga Terminal] Co. is not 
entitled to receive any compensation for the coal, ore 
and other materials it carries to and from the plants of 
the United States Steel Corporation, because the latter 
is the owner of the terminal railroad company. In the 
Buffalo Union Furnace case, the Commission said that the 
trunk lines would either have to make an allowance to 
the Buffalo company’s terminal railroad or cease making 
such allowances to the steel corporation’s road in 
Cleveland. 

The surface was merely scratched at the Friday morn- 
ing session, which lasted well into the afternoon. T. S. 
Stingley, traffic manager of the Baltimore & Sparrows 
Point road, which is owned by the Maryland Steel Co., was 
the only witness. He testified that that company’s earn- 
ings last year were $120,919. It has a mileage of a little 
in excess of 33 miles, That railroad spots cars for all 
industries along its tracks other than the Maryland Steel 
Co., which has its own engines and takes cars from 
the interchange track, not only for the works, but for the 
docks owned and operated by the steel company and 
over which it receives import and export freight for any 
shipper who desires to ship through the port of Sparrows 
Point, 

In answer to a question by Attorney Edward E. Gann, 
who appeared for the Commission, Mr. Stingley said he 
had no doubt that the steel company has the right to for- 
bid the use of the dock to any ship it desires to pro- 
Scribe, notwithstanding the fact that through rates are 
made from shipside over the Pennsylvania and the B. 
& O., the two trunk lines that connect with its tracks. 

The witness and A. H. Winterstein, the attorney for the 


' Maryland Steel Co. and its terminal road, cheerfully ad- 


mitted that the Pennsylvania Steel Co. of New Jersey owns 
the stock of the Maryland Steel Co., the Pennsylvania Steel 
Co. of Pennsylvania and the Spanish-American Iron Co., 
which owns ore mines in Cuba, and that the Pennsylvania 
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Railroad Co, is the owner of them all, Geo. Stuart Patter- 
son, attorney for the last-mentioned corporation, volun- 
teered to file a statement showing the exact financial] in- 
terests of his client. 

Commissioner Harlan’s hearing on termina] road al- 
Ilowances came to an end on January 4 with the ex- 
amination of B. A. Worthington, president of the 
Chicago & Alton, who was president and receiver of 
the Wheeling & Lake Erie. He was on the stand for 
nearly two hours, giving chiefly his theories as to what 
constitutes a common carrier and as to why terminal 
roads should receive allowances regardless of whether 
they are incorporated or not or whether their stock is 
owned by the industry that is the chief shipper over it 
and why there should be a flat tonnage allowance re- 
gardless of the length of the haul. 

C. A. Severance, who represents the United States 
Steel Corporation interests, conducted the examination, 
which was also participated in by O. E. Butterfield, 
George Stuart Patterson, the two attorneys for the Com- 
mission, and, in fact, by practically every attorney in 
attendance. He made an ideal witness for the proposi- 
tion that it is the duty of a common carrier to spot cars 
for all shippers. Answering questions by Commissioner 
Harlan and Attorney Gann, he admitted that an indus- 
trial terminal is a convenience for the industry that owns 
it or causes it to be established. 

It is also a convenience for the trunk line because 
it expedites the delivery of cars, and anything that does 
that the Commission has seen fit to say is a public 
service. 

Mr. Worthington was placed on the stand because 
he was the man that brought to an issue the old ques- 
tion in the Pittsburgh districts. whether the switching 
charge of $2.50 per car, regardless of weight, should be 
reduced to $1.50 on account of its injustice to the 
shippers whose shipments were light. He brought the 
matter to an issue by making an allowance of 15 cents 
a ton on lake coal. Another reason for putting him on 
the stand is that he is familiar with the situation in 
Cleveland, where the Newburg & South Shore, a ter- 
minal owned by the American Steel & Wire Co., a sub- 
sidiary of the Steel Corporation, receives an allowance 
of 10 cents on ore, coal, coke, limestone and such coarse 
materials, and 15 cents on the finished products. 


Mr. Worthington contended that a terminal road 
should receive payment for services whether it is incor- 
porated or not, and the only care the trunk lines need 
exercise is that of seeing to it that the allowance to 
a terminal that is owned by the chief industry upon it 
is not so large as to amount to a rebate. He thought 
that a refusal to grant allowances to any terminal under 
similar circumstances and conditions is to discriminate, 
and thereby violate the law. 

As to a flat allowance, regardless of length of haul, 
the witness said it puts all trunk lines on an equality. 
He said that when it was brought out the Cleveland & 
Pittsburgh (P. R. R. System) received the allowances 
for a haul of 300 feet. He said that if the allowance 
were not made regardless of distance the Wheeling & 
Lake Erie, with a six-mile haul, would have been at a 
great disadvantage. Mr. Worthington reiterated his 
contention that it is impossible to make a separation of 
the cost so as to find out what it costs to move a par- 
ticular commodity or what to carry a passenger. He 
said there are no elements of uncertainty as to the cost 
to a terminal company, because they handle, as a rule, 
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only certain kinds of commodities, and an average cost 
per ton is the proper charge to make, plus a reasonable 
interest on the investment. Mr. Worthington flushed and 
waved his hands deprecatingly when Commissioner 
Harlan told of the application of the T. B. & W. for 
allowances on logs brought to the trunk line. Inquiry 
developed that the letters stand for “Two Bulls and a 
Wagon,” which was the equipment of the man applying 
for allowances because men who had cars and engines 
were receiving allowances. 

At the Friday afternoon session the examination of 
Mr, Stingley was completed, and F. S. Reitzel, auditor 
and comptroller of the Baltimore & Sparrow’s Point, was 
put on to testify that the stock of the road is $150,000 
and the total cost to 1911 was $307,000. It paid dividends 
from 1902 to 1912 amounting to $635,232. 








SUSPENDED TARIFFS 


By order entered December 21, in I. & S. Docket No. 
156, the Interstate Commerce Commission has further 
suspended, from Jan. 4, 1913, until May 3, 1913, items 


in supplements 2 and 5 to Leland’s tariff I. C. C. No. 
945, which advances rates for the transportation of sand 
and gravel from points in Louisiana to points in Texas. 


By supplemental order entered under date of Dec. 
11, 1912, I. & S. Docket No. 184, the Interstate Commerce 
Commission has suspended, from Jan. 6, 1913, until March 
31, 1913, tariff I. C. C. No. 295 of the Southern Railway 
in Mississippi. This tariff advances by amounts averag- 
ing about 2 cents per 100 pounds, rates for the trans- 
portation of gum and cottonwood lumber, staves and 
heading from points in Mississippi to Mobile, Ala., and 
other points. A number of similar advances on hardwood 
lumber were suspended by the original order in the same 
docket, under date of Nov. 23, 1913. 





By order entered Jan. 3, 1913, I. & S. Docket No. 208, 
the Interstate Commerce Commission has suspended, from 
Jan. 5, 1913, until May 5, 1913, items in supplement No. 
2 to Emerson’s tariff I. C. C. No. 6, which change the 
rates on classes and commodities from New Orleans, 2nd 
points in that vicinity, to Rock Falls and Sterling, Ill 
Up to the present time Chicago rates have been applicable 
to this traffic. The suspended items provide for applica- 
tion of the Dubuque, Ia., basis of rates on traffic from 
New Orleans to Sterling and Rock Falls, which change 
would result in an advance of 5 cents per 100 pounds 
on the first and second classes, no change on the third 
and fourth classes, an advance of 3 cents on fifth class 
and 4 cents on sixth class, an advance of 5 cents per 100 
pounds on sugar in carloads and similar advances on 
other commodities. 


By order, entered Dec. 21, 1912, in I. & S. Docket 
No. 109, the Interstate Commerce Commission has further 
suspended, from Jan. 4, 1913, until May 3, 1913, items in 
supplement 13 to McCain’s tariff I. C. C. No. 3, supple- 
ment 13 to Morris’ tariff I. C. C. No. 317 and supplement 
13 to R. H. Countiss’ tariff I. C. C. No. 942, which advance 
rates for the transportation of tin plate and sheet metal 
from eastern shipping points to points in Oregon, Wash- 
ington and other destinations. 





By order entered December 21, Investigation and 
Suspension Docket No. 157, the Interstate Commerce 
Commission has further suspended from Jan. 8, 1913, 


THE TRAFFIC WORLD 





Vol. XI, No. 2 





until July 8, 1913, certain schedules in St. Louis & San 
Francisco Railroad Tariff, I. C, C. No. 6486. The sus 
pended schedules made changes in the rules governing 
the concentration and reshipment of cotton and cottor 
linters at Memphis, Tenn. They were originally sus 
pended from September 10, 1912, until Jan. 8, 1913. 





By order entered December 21, Investigation and 
Suspension Docket No. 159, the Interstate Commerc: 
Commission has suspended from Jan. 8, 1913, until Ma 
8, 1913, schedules in Missouri Pacific Railway ‘Tariffs, 
I, C. C. No, A-2194, which advance rates for the trans 
portation of soft coal and soft coal briquettes from 
southern Illinois mines to stations on the Gould South 
western Railway in Arkansas. The same advances wer: 
first suspended from Sept. 10, 1912, until Jan. 8, 1913 
being then published in Supplement No. 9 to Missouri 
Pacific Tariff, I, C. C. No. A-1839. 





By order entered December 20, Investigation and 
Suspension Docket No. 185, the Interstate Commerce 
Commission has suspended from Jan. 10, 1913, until 
March 31, 1913, an item in Supplement No. 7 to Chicago, 
Burlington & Quincy Railroad Tariff, I. C. C. No. 10269, 
which cancels joint rates with the Chicago, Zeigler & 
Gulf Railway for the transportation of petroleum oil and 
its products from Whiting, Ind., to Zeigler, Ill. A num 
ber of similar cancelations of joint rates with the Chi 
cago, Zeigler & Gulf Railway were suspended by the 
original order in the same docket, entered under 
of Nov. 22, 1912, 


date 





By order entered Jan. 3, 1913, Investigation and 
Suspension Docket No. 209, the Interstate Commerce 
Commission has suspended from Jan. 7, 1913, until May 
7, 1913, items in Supplement 6 to M, P. Washburn’s 
Tariff, I. C. C. 95, which advance rates for the trans- 
portation of ground iron ore, in carloads, from Chatta- 
nooga, Tenn., and certain other points to New York, 
N. Y.; Boston, Mass., and certain other points. The 
present tariff provides a rate of $3.79 per gross ton from 
Chattanooga to Boston, all rail, and a rate of $3.57 per 
gross ton from Chattanooga to New York, all rail. The 
items which have been suspended advance the rates to 
$6.60 per gross ton to Boston and $5.95 per gross ton to 
New York, making an advance of $2.81 per gross ton to 
Boston and $2.38 per gross ton to New York. 





By order, entered December 21, Investigation and 
Suspension Docket No. 158, the Interstate Commerce Co! 
mission has further suspended, from Jan. 11, 1913, until 
July 11, 1913, supplement No. 4 to Tennessee Central 
Railroad Tariff I. C. C. No. A-261, which advances rates 
for the transportation of phosphate rock, in bags, fron 
points in Tennessee to Norfolk, Va., and other point 
This supplement was originally suspended from Sept. 14, 
1912, until Jan. 11, 1913. 


n 
: Gb 





By order, entered December 21, I. & S. Docket \' 
160, the Interstate Commerce Commission has further 
suspended, from Jan. 11 until July 11, 1913, certain 
schedules in the following tariffs: 

Canadian Pacific Railway supplement No. 1 to I. 
C. No. E-871. 

Duluth, South Shore & Atlantic Railway I. C. C. No. 
2436. 

W. H. Hosmer, agent, supplement No. 5 to I. C. C. 
No. A-313. 
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The schedules which have been suspended contain 
dvances in rates for the transportation of newsprint 
aper from Sault Ste. Marie, Ontario, to various points 
n the United States. The schedules in question were 
vriginally suspended from September 14 until January 11. 


By order, entered January 6, the Commission has 
vacated, as of Jan. 28, 1913, its order of suspension in 
Investigation and Suspension Docket No. 162 and dis- 
missed that proceeding. The original order in this pro- 
ceeding suspended advances in class rates from stations 
on the Kansas City Southern Railway to Topeka and 
Lawrence, Kan. By tariff, effective Jan. 28, 1913, the 
carriers have withdrawn the proposed advances and re- 
stored the former rates, and the Commission has there- 
fore dismissed the proceeding. 


By order entered January 7, Investigation and Sus- 
pension Docket 210, the Interstate Commerce Commis- 
sion has suspended from January 11 until May 10, 1913, 
supplement 4 to Kansas City Southern Railway tariff I. 
C. C. 3124. The present tariffs of the Kansas City South- 
ern provide for refrigeration of shipments of strawberries 
between points on its line, including transportation from 
southwestern Missouri points to Topeka, Kan., of ship- 
ments of 10,000 pounds or more. The suspended supple- 
ment withdraws the privilege as to lots of 10,000 pounds 
and provides for refrigeration.only on carload lots. 


By order entered January 7, Investigation and Sus- 
pension Docket No. 211, the Interstate Commerce Com- 
mission has suspended from January 10 until May 10, 
1913, item 8-A on page 1, supplement 26 to Chicago Great 
Western Railroad tariff I. C. C. 4671. The suspended item 
advances from $3 to $5 per car the switching charge of 
the Chicago Great Western at Faribault (Sheffield), Minn. 


PERSONAL 


F. L. Fisher, of the Illinois Central general freight 
department, has been appointed assistant traffic manager 
for the Ford Manufacturing Co., Chicago, succeeding M. 
C. Penticoff, who resigned to accept a similar position 
with Montgomery Ward & Co. 

George A. Lee has been appointed assistant general 
passenger agent of the Chicago, St. Paul, Minneapolis & 
Omaha, with headquarters at Minneapolis. 





J. D. Mahon has been appointed general agent of 
the Chicago, St. Paul, Minneapolis & Omaha at Superior, 
Wis. 

George F. Clough has been appointed commercial 
agent of the Lake Erie & Western, Ft. Wayne, Cincinnati 
& Louisville and Northern Ohio railways, with headquar- 
ters at 502 B. of L. E. Building, Cleveland, O., vice George 
T. Rowe, deceased. His appointment to.a similar position 
with the Lake Shore & Michigan Southern was noted in 
the issue of January 4. 


E. L. Jones has been appointed general agent traffic 
department the Minneapolis & St. Louis Railway, with 
offices at 454 Monadnock Building, San Francisco, Cal. 

At a recent meeting of the board of directors of the 
Pennsylvania Railroad, A. J. County, assistant to the vice- 
president, was appointed special assistant to the presi- 
dent, and O. J. DeRousse, chief clerk of the office of the 
president, was appointed general assistant. Ivy L. Lee, 
formerly in charge of the publicity work of the company 
and who has been in Europe for the past three years 
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representing an American firm of private bankers, has 
been appointed executive assistant. 


B. J. Libbe has been appointed general agent freight 
department Chicago & Alton Railroad, with office 310-311 
Marquette Building, Chicago. 


H. J. Herrold has been appointed general freight and 
passenger agent of the Algoma Central & Hudson Bay 
and the Algoma. Eastern. 

T. J. Cumming has been appointed commercial agent 
Georgia Southern & Florida Railway, Valdosta, Ga., vice 
B. P. Miller, resigned. 


R. C. Hobbs, traffic manager Kansas City & Memphis 
Railway, announces that, effective Jan. 1, 1913, the traffic 
department of that company is removed from Rogers to 
Fayetteville, Ark. All tariffs, claims and correspondence 
should be sent to him at that address. 


J. H. Geagan, having resigned as general freight and 
passenger agent Tremont & Gulf Railway, to accept other 
service, the office is abolished. All tariffs will be issued 
by authority of R. B. Fowler, and all communications 
pertaining to traffic matters should be addressed in ac- 
cordance herewith. 


P. H. Burnett, industrial commissioner of the Lehigh 
Valley, finding that large quantities of farm produce were 
lost last season because it was impossible to get it to mar- 
ket, is visiting the farmers along the line, with a view to 
is visiting the farmers along the line, with a view to 
encouraging the establishment of co-operative storehouses 
with facilities of refrigeration. At several points he ex- 
pects to see buildings erected in the near future. Thou- 
sands of dollars’ worth of onions and cabbage went to 
waste last fall. 


- Thomas G. Smiley has been appointed freight traffic 
manager of the Western Maryland, with headquarters at 
Baltimore. His former office of general freight agent has 
been abolished. 


J. E. Mahaney has been appointed purchasing agent 
of the Spokane, Portland & Seattle, Oregon Trunk, Ore- 
gon Electric and United Railways, with headquarters at 
Portland, Ore., vice F. A. Bushnell, resigned to accept 
service with another company. 

W. D. Skinner has been appointed traffic manager 
of the Spokane, Portland & Seattle, Oregon Trunk, Ore- 
gon Electric and United Railways, with headquarters at 
Portland, Ore., vice W. E. Coman, resigned to accept 
service with another company. 


H. C. Conley has been appointed assistant general 
freight agent St. Louis & San Francisco Railroad, with 
office at Oklahoma City. 

T. J. Cumming has heen appointed commercial agent 
Georgia Southern & Florida Railway, Valdosta, Ga., vice 
B. P. Miller, resigned. 


W. M. Leverette has been appointed car accountant 
South Georgia Railway, with office at Quitman. All reports 
relating to cars should be addressed to Mr. Leverette. 


NEWARK TRAFFIC CLUB 


The following speakers have accepted invitations to 
address the club at the annual dinner of the Newark 
Traffic Club, to be held on January 18: Judge F. C. 
Moore of New York, Hon. James Smith, Jr., David Grotta 
of Newark, Nat Duke, assistant freight traffic manager 
of the Lackawanna Railroad, Mayor H. Otto Wittpen of 
Jersey City. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


. THE MARKING OF FREIGHT 


Although the Business Men’s League of St. Louis 
has on five previous occasions sent out circulars urging 
the proper marking of freight, some further improvement 
in practice seemed desirable. On account of the impor- 
tance of the matter to both carriers and shippers, it 
was deemed advisable to hold a joint meeting of the 
industrial traffic managers of the Business Men’s League 
and a committee representing the local freight agents 
of St. Louis and East St. Louis. 

At this joint meeting, held in the office of the traffic 
commissioner of the League, after a thorough discussion 
on the subject of marking freight, the following joint 
circular was agreed upon, observation of which is re- 
spectfully urged: 

First—All railroad classifications require proper mark- 
ing of freight, and carriers reserve the right to refuse 
shipments if not so marked. 

Second—Each bundle, package or piece of less-than- 
carload freight must be plainly, legibly and durably 
marked with brush or stencil, where possible. Pasted 
labels or securely fastened durable tags should only be 
used when character of freight prevents marking with 
brush or stencil. 

Third—Packages should be marked with the full name 
of consignee, destination, and, when two or more towns 
of same name in state, the county must be shown. When 
destined to a place not located on a railroad, point at 
which freight leaves railroad must be shown. If des- 
tined to a place reached by a water line, name of the 
railroad station at which delivery is to be made to water 
line must be shown. 

Fourth—When consistent with commercial conditions, 
consignor’s name should appear prefixed with the word 
“From” 

Fifth—Old marks must be removed or effaced before 
shipments will be accepted for transportation. 

Sixth—On shipper’s order shipments, “Shipper’s Or- 
der” should be clearly shown and party to notify. 

Seventh—If shipments are to be prepaid, mark “Pre- 
paid.” 

Eighth—In marking “pulp board boxes” place the 
marks across the sealing strips as a safeguard to prevent 
pilfering of packages. 

Full compliance with these requirements of railroad 
classifications will insure proper handling of freight and 
more prompt delivery. By showing consignor’s name 
with the prefix “From” it permits of receiving agent ad- 
vising the shipper if shipment is delayed beyond a rea- 
sonable length of time at his station, refused or un- 
claimed, thus avoiding storage charges, and possible dam- 
age to shipments. 

The joint committee also deemed it advisable to 
request that shippers show actual weight opposite each 
article on their shipping ticket. While this will not re- 
lieve the railroads of their duty-of weighing, it will mean 
prompt detection of any error in weighing by shipper 


or railroad, permitting immediate correction, and thereb) 
avoiding overcharges. 

The circular is signed for the League by P. W. Coylk 
traffie commissioner, and A. F. Versen, assistant com 
missioner, and by E. J. McDonald and C. M. Marris, 
respectively president and secretary of the Local Freight 
Agents’ Association. 

The officers of the League state that the Local 
Freight Agents’ Association of St. Louis and East St 
Louis will urge the American Association of Freight 
Agents to recommend the issuance of a circular lette: 
by all railroads to all agents containing instructions to 
communicate direct with the shipper if disposition for a 
refused or unclaimed shipment is desired, which will b: 
in conformity with rule 23 of the Freight Claim Agents 
Association and the rules of the accounting officers. 


MOTOR TRUCKS AT CLEVELAND 


Extensive purchases of motor trucks during 1913 are 
planned by the men in control of the large business in 
terests of Ohio. This was indicated by the large attend 
ance of business men and character of interest shown 
at the Cleveland Automobile Show, held January 4-11. 

Charles L. Blatz, Ohio agent for the Sandusky Auto 
Parts and Motor Truck Co., in charge of its exhibit 
expressed the general feeling of the manufacturers when 
he said to a representative of THe TRAFFIC WoORL!I 

“We are actually surprised by the extent and busi 
nesslike character of the interest shown in motor truck: 
at this show. There is no doubt that a large number 
of the men who have been here have made up their minds 
to buy this year.” 

The Sandusky company exhibited a 1,500-pound wagon 
and a 1%-ton truck. The removable power plant—a very 
practical invention for getting the very highest possible 
amount of actual hauling out of the truck investment- 
was highly praised, not only by business men, but b) 
several expert automobile designers and engineers who 
were present. 

One instance of the productiveness of a motor truck 
investment which was reported by Mr. Blatz was a 
follows: 


A truck farmer living 40 miles from Cleveland load 
a freight car and ships it to arrive in Cleveland in th: 
morning. He loads his Sandusky truck, makes the 4! 
mile run into the city in the early morning hours, and 
disposes of his truckload. Then he goes to the yard 
and unloads the freight car consigned to himself, throug 
the day, and by personal saleswork and the persona 
quick and sure delivery which the truck makes possibl< 
goes home over his own motor with a very comfortab! 
profit. 

The Sandusky truck will be exhibited at the Chicag: 
automobile show. 

The Peerless Motor Car Co. of Cleveland gave 
working demonstration of its power-dumping truck, 
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type now used by 14 large contractors and coal com: 
panies in different parts of the country. A Peerless 
truck which the Standard Oil Co. hag opearted at Evans: 
ville, Ind., has lost only one day in seven months. An- 
other, operated by the Crystal Springs Co., Amsterdam, 
N. Y¥., has been out of service only one day, to change 
tires, in 11 months. A wholesale grocer, in sharp com- 
petition for trade at certain points, reports that the 
ability to take out truckloads for the last freight 10 
minutes later than was possible with horse hauling, in 
connection with the use of the telephone, gives him 
very desirable advantage, for which the _ entire 
redit is due to the Peerless trucks he operates. The 
Peerless exhibit was in charge of C. B. Carly, engineer. 
ind H. M. Adams, sales manager. Mr. Adams was presi- 
dent of the Auto show committee. R. W. Hendrickson 
was also in attendance at the Peerless exhibit. 

The Garford truck exhibit was in charge of James 
i. Baylis, Cleveland sales manager, and J. D. Porter, in 
charge of sales at the factory. Some of the important 
features of this truck, in 3 and 5 ton sizes, are the 
shortness of the wheel base, considering loading space. 
The truck is designed entirely from the trucking stand- 
point, with no incumbrances brought over from pleasure- 
car practice. The loading platform is practically inside 
the frame, so the car can be handled easily in crowded 
places and narrow alleys. The steel cab is especially 
well protected. The accessibility of machinery, distribu- 
tion of load to relieve rear axle and tires, high grade 
of material in springs, reducing vibration, are other 
strong points of this truck. The governor, determining 
the speed limit, is inaccessible to the driver, giving the 
owner protection against careless drivers who might wish 
to exceed a reasonable speed. 

International Motor Co. had a Saurer truck on ex- 
hibition—the only foreign truck at the show. J. Charles 
Ross, Cleveland manager of the company, who has had 
an exceptionally broad experience in the motor truck 
business, was in charge. One of his customers recently 
moved a load of furniture to the suburbs on his truck 
and, as a result of the haul, received seven inquiries from 
people who had seen him pass, and wanted the superior 
service they knew they could expect from a concern 
using the best equipment. The International company 
also handles the Mack and Hewitt trucks, the latter the 
only 10-ton truck on the market. Its use is practically 
limited to New York City, as the roadbeds and sewers, in 
other cities, will not support its great weight when loaded. 
Mr. Ross calls attention to the advantages of using trail- 
ers, as a good motor truck can haul twice the load it 
will carry. The Cleveland branch, like other Interna- 
tional houses, is completely equipped for service, repairs, 
ete.—ecould even manufacture a complete truck if it chose. 

Baker electrics were shown by J. McDermott, in 
charge of city and state sales, George H. Kelley, E. J. 
Bartlett, L. S. Douglass and M. Watterson. They called 
special attention to the economy and simplicity in opera- 
tion of their- car. Recently they replaced two 2-horse 
teams with one 2-ton truck which is giving satisfaction. 
The company has issued a booklet on “The Transporta- 
tion of Heavy Merchandise and Express Matter” and 
another on “Department Store Service.” 

Universal trucks were exhibited M. J. O’Connor, in 
charge of the Cleveland agency. A booklet shows the 
wide range of uses to which they have been put. In 
this space Mr. O’Connor also exhibited a 1-ton Standard 
delivery truck, made in Cleveland. 
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Packard Motor Car Co. exhibited a 5-ton chassis, the 
company’s new model. One of the Packard owners re- 
cently had a severe hauling problem, which demonstrated 
what this truck can do in handling an occasional over- 
load. In a single day a 3-ton hand-dumping truck carried 
124 tons of coal over a l1-mile haul. This same truck 
averaged 115 tons a day for 90 days. The exhibit was 
in charge of E. P. King and Mr. Dunn. 

The White company had the largest exhibit at the 
show—a 1,500-pound truck owned by a firm of decorators; 
a 3-ton dumping truck, owned by a coal company; a 5-ton 
power-dumping truck; a 3-ton van, and a 3-ton truck, 
owned by a local transfer company. Among those pres- 
ent at the exhibit were Walter C. White, vice-president; 
A. R. Warner, secretary; A. L. Hayes; Capt. M. S. 
Thompson, William D. Rhentan, Robert Smith, W. J. 
Enquhart, Mason McLaughlin, A. L. Gardner, J. E. Hug- 
gins, in charge of the southern department, Mr. Brown, 
Mr. Edwards and F. S. Stetzel. 

The company distributed booklets on “White Trucks 
for Heavy Service,” “White Heavy Service Dump Trucks” 
and “Beforehand Information,” a series of indorsements 
from users. 

Other exhibits were the Stewart delivery cars, Chi- 
cago Pneumatic Tool Co. trucks and standard tires and 
accessories. 


WANT A FLAT LOG RATE 


The argument in May Bros. vs. Yazoo & Mississippi 
Valley et al. was made on January 8 by Attorney Hughes 
of Memphis. This complaint involves what are called 
excessive rates on logs, bolts, and so forth, from points 
on the Y. & M. V. in Mississippi to Memphis. It appears 
there is a practice of charging a gross rate on logs into 
Memphis and then remitting a proportion of the charges 
on outbound shipments. The complainants ask for a flat 
rate. Ninety-five per cent of the traffic comes in over 
the Y. & M. V., and it must move out either over that 
line or the Illinois Central to entitle the sbipper to the 
refund. These refunds vary with the distance. For 
instance, for a radius of 100 miles of Memphis, the gross 
rate is 5 cents per 100 pounds, with a refund of three- 
fourths of a cent; for a distance of 150 miles the rates 
are 8 and 5 cents, respectively, and the amount of the 
refund increases as the distance lengthens. 

It is urged that this practice ties up considerable 
amounts of money in the hands of the carriers, and 
this is only one of many annoyances in connection with 
this business. It is also urged that the shippers do not 
get the benefit of the refund, because of the present 
ratio between outbound and inbound shipments, which 
ratio is becoming harder to meet year by year, by reason 
of the steadily decreasing quality of the logs received. 
A further claim is that this practice restricts competition 
both in trade and transportation; that the present meth- 
ods of restricting the number of carriers to which ship 
ments may be given with the benefit of the refund, brings 
about circuitous routing, delay in delivery and conse- 
quent loss of business, the latter frequently leading to 
the necessity of shipment via other lines, with a con- 
sequent loss of the refund, which is also true with re- 
spect to all material sold locally. 

On January 8 counsel] for the carriers insisted that 


they would never have developed that territory at the 
immense expenditures which that development had in- 
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volved, had it not been for the fact that they had antici- 
pated that they would have been allowed to so route 
the shipments that they could retain the long-line haul, 
and not be short-hauled, as they will be if the petition 
of complainant is granted by the Commission. 


Referring to the ratio basis, to which reference was 
made by counsel for complainants, and which is at pres- 
ent 1 to 3 pounds, and for which an increase is asked 
of from 1 to 4 pounds, he said it did not appear in the 
record that there is any need for the increase. As a 
matter of fact, that ratio was not established by the 
railroads, but was established for the carriers and ship- 
pers alike by a Mr. Forster, a lumberman of Memphis. 
However, if the Commission takes the view that there 
should be an increase to four pounds, they, the carriers, 
are willing to conform to any order of the Commission 
having that end in view. 

The suggestion was made by Chairman Prouty, who 
had resumed his seat on the bench, that the present 
practices looked as if they were bringing about an illegal 
rate, in that the rate is reduced to the shippers who 
are in such position that they can take advantage of the 
reduced rates and ship out, while it is maintained at the 
gross rate to other shippers who are not similarly for- 
tunate. 

R. Walton Moore, also for the defense, said that an 
exactly similar proposition has not, heretofore, been be- 
fore the Commission for its determination. He also urged 
that these are not novel conditions at all, but that simi- 
lar rate bases are maintained on other roads in that 
section of the country, and that they had been found to 
be necessary, for the very purpose of protracting the 
line haul, without which protection some of the roads 
could never have been built and could not now be main- 
tained. He urged that, to get a correct outlook of the 
situation, the Commission must view the rate as a through 
rate. If the Commission should decide that this rate 
is illegal, then all such rates are equally illegal and, if 
this be so, then it is only a question of time when transit 
rates would have to be abandoned entirely. 

Continuing, he urged that, even the gross rates now 
under consideration are unreasonably low, and there has 
never been a time when they could not reasonably have 
been made the flat rate in and out. 


In conclusion, he urged that to reduce the present 
rates would mean an enormous loss of business to the 
railroads, which they could not now stand, and he ad- 
vanced the thought to the careful consideration of the 
Commission that if they are now to be drawn down to 
the level of the net rates at Memphis and other similarly 
located points on the lines of these to carriers, it would 
result in drawing down the rates all over that part of 
the country. 


ILLINOIS-IOWA COAL RATES 


The opening argument in I. & S. Docket No. 92, in- 
volving the cancelation of joint rates on soft coal, be- 
tween the C., B. & Q. and the Alton and the Chicago, 
Peoria & St. Louis, moving from Springfield to Clinton 
and Lyons, Ia., was made on Thursday morning by R. B. 
Scott. There is to be a voluntary further suspension by 
the carriers for 60 days from February 3, pending a solu- 
tion of the problem by the Commission. The rates that 
were eanceled were $1.05 on lump and 85 cents on fine 
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The effect of the cancelation was to leave in effect 
the combination of locals, amounting to $1.47, which, 
however, they do not defend as reasonable. The reasons 
for the cancelations were that on the lines of the de- 
fendants were mines to which the same rates applied 
for a much longer haul, and because they were charging 
the same for a two as for a one line haul. 

They feel that there should be an additional rate 
for the two-line haul. They have no objection to the 
making of a through rate, or of meeting the rates of 
the Northwestern for a haul several miles shorter, which 
are $1.05 for lump and $1 for fine coal, although they 
think they should be allowed an advance of 15 cents. 


coal. 


Mr. O’Harran, for the city of Clinton, outlined the 
position of that city, with its five service lines, consuming 
about 200,000 tons of soft coal annually, and the rates 
are a critical factor in the mercantile world of Clinton, 
inasmuch as its manufacturers are sharply in conflict 
with those of Davenport and Chicago. He charges that, 
while, as admitted by the C., B. & Q., they were not 
endeavoring to get any increase in revenue, they are 
trying to restrict Clinton’s source of supply to mines 
on the line of that road. He asserts that coal—screenings 
and fine coal—cannot move on the dollar rate from the 
Springfield district, owing to the quality of the coal 
He thinks the rates might be the same for a two-line 
as for a one-line haul. 

As to the proposed advance of 15 cents per ton, it 
has not been shown anywhere to be reasonable; further, 
no considerable amount of coal could move under such 
advance. He also stated that the C. & A. and the C., P 
& St. L., neither of whom have appeared either by brief 
or otherwise, would be glad to have these rates continued 
in connection with the C., B. & Q. 


In the presentation of I. & S. Docket No. 149, Mr 
Scott presented the views of the carriers bringing about 
as they have, advances on coal, carloads, from Hillsbor: 
and other. points in Illinois to Davenport, Ia., and other 
destinations in Illinois and Iowa. They ask that th: 
Springfield district shall be divided in two, which would 
have the effect of increasing the rates from the soutl 
end of the district, as this would be more acceptable to 
all the operators in the Springfield district, as they fee! 
that any attempt at this time to increase the rates al! 
over the district would mean a general fight and might 
lead to a reduction of all such rates. The proposed in 
crease is 15 cents, or from $1.05 to $1.20 on coarse and 
from 87% cents to $1.02% on fine coal. He urges that 
the mines in the northern part of the district are en 
titled to the benefit of their location. It was suggested 
that, if the Commission prefers to leave this case withou' 
any order, pending the hearings, which will be held o1 
this question in connection with other cases before th: 
Commission, they would not oppose a further suspensio! 
of these rates, with the view of clearing up the entir: 
situation. 

Counsel for complainants, R. E. Robiquet, agrees tha 
with the foregoing statement in evidence, and with th 
added fact that there is clearly not enough evidence i 
this case to warrant a division of the field, no extensiv 
argument was necessary. He thinks, however, that th 
division of the field, as proposed, would be eminent! 
unfair. He takes issue with the statement that the coa 
in the southern field is of better quality; he thinks 
is due to larger investments in working facilities, an 
the adjustment would wipe out that portion of the field 
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OIL HEAT TOO INTENSE 





Oil as a fuel for locomotives is held up as something 
at may not be used without reducing the loads placed 
ion oil-burners either by actual reduction of tonnage 
rried or by a reduction of speed, in a report made 

on the explosion of the boiler of Southern Pacific en- 
ne No. 2833, near Cosgrove, Nev., on October 3, by 
Chief Boiler Inspector Ensing. The fault lies, not in 
e oil itself, but in the character of the water to be 
found in the intermountain country, where most of the 
oil-burners are used. Mr. Ensing says the evidence 
afforded by the parts of the exploded boiler indicate 
at the water, even after treatment, will not absorb 
the intense heat generated by oil under forced-draft 
conditions. In part, the report says: 


Much of the water used on this division is bad and 
is of a nature that will not absorb the intense heat gen- 
erated by a forced oil fire as rapidly as it can be gen- 
erated: therefore the water was driven from the sheets 
at the points which were exposed to the greatest heat 
of the fire, the result being overheated sheets and the 
explosion of the boiler. 


The water used in this district is treated after it is 
in the locomotive tender by placing in the tender a cer- 
tain quantity of a boiler compound designed to neutral- 
ize the effect of the impurities in the water and hold 
it down. While, no doubt, improved conditions result 
from this water treatment, there still exists a point 
beyond which it is unsafe to go; therefore extreme care 
should be exercised, particularly with oil-burning loco- 
motives where water of this character is used, to see 
that this point is not passed. 

An inspection of other locomotives in the same 
district indicates that, to a lesser degree, similar con- 
ditions prevail on those locomotives, as side sheets, door 
sheets and crown sheets were found to be bulged at 
areas corresponding to those which were burned in loco- 
motive No. 2833. This is particularly true of locomotives 
2831 and 2832. 

When the life and condition of these locomotives is 
considered, they having been in service only about one 
year, it is apparent that the boilers are being forced 
to such an extent that the light water used in that dis- 
trict will not absorb the intense heat generated by the 
oil-burners, 


Until such time as better water can be obtained, it 
would increase the safety of operation of these loco- 
motives to reduce the tonnage or the speed of trains 
so that it would not be necessary to force the boilers 
o an extent which endangers the lives of employes in 
order to generate sufficient steam to operate the trains. 


If it is absolutely necessary that these boilers be 
forced to use every heat unit that the burners can give 
forth in order to generate sufficient steam to handle 
the desired tonnage, or make the time, it would be a 
safeguard to apply a fusible plug near the back end of 
the crown sheet at the point where the greatest heat 
from the burner is concentrated. Applying a fusible 
plug in this manner may possibly result in increased 
engine failures, as it is a well-known fact that under 
certain conditions sufficient heat can be generated by a 
lorced oil fire to fuse the metal in such a plug, even 
though it is covered by water, but it would serve to 
e warning that the fire was being forced beyond the 
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NOW OPEN 


Earn from $35 to $100 Weekly as a 





TRAFFIC 
MANAGER 


Modern transportation is a jungle of routes and rates calling for 
specialists who, like the pathfinders of old, have expert Gove? 
edge of the trails of traffic. How to route shipments to obtain 
shortest e and quickest deliveries and how to classify 
goods to obtain lowest rates are two vital factors in business 
competition, The man who knows how is so valuable to his em- 
ployer that he commands respect and big remuneration. 


Big Salaries Paid to Traffic Managers 


Expert traffic managers command from $2,500 to $25,000 a year. 
Why not prepare yourself to fill one of these lucrative positions? 


New and Uncrowded Profession 


There are half a million LARGE SHIPPERS in the United States. Practical- 
ly every one of them needs an_ expert traffic man, and this is recog- 
nized as never before because of the recently enacted railroad rate laws and 
interstate commerce regulations. The or trained and efficient traf- 
fic men is many times greater than the . There's room Jor you. 


Study Traffic and Interstate Commerce 


Decide now to a traffic man. Our Interstate Commerce Course en- 

ables you to study AT HOME, without leaving your occup».tion or sacrificing 

present income, and to ome th ly versed and proficient in the strat- 

coy of shipping. including routes ce ifications, interstate commerce 
=: 























and re ions, etc. The instruction is given by some of the biggest 
traffic managers in the country. The course is easy to grasp and th hly 
practical. Anyone with ordinary intelligence. with reasonable application. 
can master this new profession. 
Clip coupon below and mail at once, and we 
FREE PORTFOLIO wil send yon FREE, postpaid, a handsome port- 
folio containing complete informa: concerning the opportunities and re- 
quirements of this attractive profession. Get pos atonce. Clip coupon. 


LA SALLE EXTENSION UNIVERSITY, Dept. 1710, CHICAGO 


FREE: “coupon 


PORTE 5 La Salle Extension University 

OLIO : Dept. 1710, Chicago, Mi. 
I am interested in the new fession— 
Traffic Management. Please send me full in- 
formation and Traffic Book, free of all cost. 





Write Address on the Margin Plainly 
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point of safety, and would materially add to the safety 
of operating locomotives in this district. 
INDIANAPOLIS TRANSPORTATION CLUB. 

The Transportation Club of Indianapolis has elected 
the following officers for 1913: President, S. S. Sham- 
baugh, assistant treasurer, Kokomo Steel & Wire Co., 
Kokomo, Ind.; first vice-president, H. C. Shepard, D. F. A., 
P. Cc. C. & St. L. R. R.; second vice-president, E. C. 
Merritt, T. M., Indianapolis Abattoir Co.; third vice- 
president, William Thorn, commercial agent, Vandalia 
Railroad; secretary-treasurer, Lynn E. Stone, C. A., the 
Central States Dispatch. Directors for 1913—J. A. Sim- 
mons, C., H. & D. Railroad; G. H. Evans, Evans Milling 
Co.; J. R. Cavanagh, C., C., C. & St. L. Railroad. Di- 
rectors for 1913-1914—J. L. Ketcham; J. L. Keach, com- 
mission merchant; W. M. Holland, T. M., the Van Camp 
Packing Co.; B. T. Breckenridge, C. A., I. C. Railroad; 
J. A. Benell, T. F. A., Rock Island lines; W. S. Park- 
hurst, G. F. and P. A., C. I. Railway, Anderson, Ind.; 
L. L. Fellows, C. A., L. E. & W. Railroad. The last- 
named serves for 1913, 1914 and 1915. 


DISMISSAL APPLICATION GRANTED. 

The application of the Little Rock Chamber of Com- 
merce to have its complaint against the St. Louis, Iron 
Mountain & Southern in Docket No. 4710 dismissed has 
been granted. 


POSITIONS WANTED OR OPEN 


Young man, thirty years of age, desires position as 
TRAFFIC MANAGER. ‘Twelve years’ experience with 
traffic association and divisional, tariff bureau and genera' 
freight offices of large road. Familiar with classifications, 
tariffs, etc., also rules and regulations of both Canadian 
Railway and Interstate Commerce Commission. Address 
THe TRAFFIC WoRLD, A56. 


Wanted—Situation by a man 39 years of age; expe- 
rienced in railroad work and general office work with 
manufacturing concern. Seventeen years as TRAFFIC 
MANAGER, credit man, etc., for large manufacturing 
concern doing both domestic and foreign business. Ad- 
dress F-61, THe Trarric Wortp, Chicago, Il. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice ae 
Selicitor of Internal Revenue 


interstate Commerce 
a Specialty 


Litigation 


WORLD 


The Traffic World’s 


Free Commercial Service 


The Traffic World has 


been impressed with the dif- 
ficulties which confront the man 
called upon to make an investiga- 
tion of technical problems involv- 
ing the possible purchase of equip- 
ment or supplies which wil! add to 
the efficiency of the traffic or 
transportation department. 


It often happens that some one 
firm may have just the device, or 
information needed, but through 
being unknown to the person oak 
ing the search, his inquiries will 
never receive a satisfactory answer. 


The Short Haul Department will 
answer many such questions as 
naturally arise. The advertising 
pages will answer others. But we 
are now prepared to supply the 
demand for 


A Broader Service--Free 


The Traffic World will endeavor 
to put any person who places an 
inquiry with this department, under 
his business letterhead, in touch 
with individuals or firms best-able 
to answer questions on the follow- 
ing subjects: 

Motor Truck Transportation 
Freight Handling Appliances and Methods 


Packing Materials and Methods 
Location of Industries 


Handling of et Shipments’ 
Warehousing, F orwarding and Customs Brokerage 
Office Equipment and Methods} 


This service will be conducted promptly, 


along broad lines, and absolutely without 
bias of any sort. Simply address an inquiry 
to The Traffic World, which is the natural 


jects, and let us do the searching. 


| clearing house for information on these sub- 
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Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis- 
sion; Counselor at Law 


Suite 956 First Nationa] Bank Bldg., 
Chicago, III. 


James A. Wagoner 


Specializing Interstate Commerce Cases 
1807 City Hall Square Bldg., Chicago, Ill. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cincinnati, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commission 
a specialty; Experts on railroad tariffs furnished; 
Correspondence invited. 


170 Broadway, New York 


Emerson Bentley 


Attorney at Law; Special attention to commerce 
practice before the Interstate Commerce Commission 
and Railroad Commission of Louisiana. 

224 First National Bank Bldg., Shreveport, La. 





Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


H. R. Small 


Practices before the Interstate Commerce Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Belt & Graves 


Attorneys at Law; practice before Interstate Com- 
merce Commission and all Courts 


810-814 Times Bldg., St. Louis, Mo. 


Wade H. Ellis 


Interstate Commerce Commission cases 


504-512 Southern Bldg, Washington, D. C. 


Arthur B. Hayes 


Attorney at Law; former member of the Depart- 
ment of Justice as Solicitor of Internal Revenue; 
Interstate Commerce litigation a specialty. 


Colorado Bldg., Washington, D. C. 


Littleford, James, Ballard & Frost 


Mr. E. E. Williamson associated on traffic matters 
1002-3-4-5 First National Bank Bldg., Cincinnati, Ohio 


805-6-7-8 Westory Bldg., Washington, D. C. 


Jean Paul Muller 


Formerly with I. C. C, and Dept. of Justice as 
Expert Acct, and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

Corcoran Bldg., Washington, D. C. 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 


and are reaching out for such trade. 
of material assistance to manufacturers. 


A competent Forwarding Agent can be 


We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


Directory of Transfer Agents, Freight Forwarders, 
Warehousemen. Custom House Brokers, etc. 


Huguenot Express Co. 


NEW YORK, N. Y. 


624 West Thirty-sixth St. Prone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from 
out of town a specialty; up-to-date facilities for storage 
and distribution. 


Judson Freight Forward.ng Co., Inc. 


CHICAGO, ILL. 


443 Marquette Bidg. Carload distribution to al] rail- 
roads at Chicago without teams; L. C L shipments of 
machinery forwarded at reduced rates to all principal 
western and Pacific Coast points 


The Reading Truck Co. 


DETROIT, MICH. 


Sixth and Congress Sts. Authorized cartage agents 
for the Wabash and Canadian Pacific railways and for 
the Anchor Line steamers. Specia!] attention given to 
distribution of carload freight for two or more parties. 
Merchandise delivered as order 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. “Unsurpassed facilities” for stor 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


transfer and 
Bonded and 


Import and export freight contractors, 
reshipping agents, custom house brokers. 
free warehouses. 


Ashley Warehouse Co. 
ST. LOUIS, MO. 
Bonded and genera! storage. Drayage facilities. Cars 


promptly handled Custom house entries attended t. 
Insurance, 18c. Track connections. 


We Will Take Care of Your Binding 


DON’T RISK LOSS OF VALUABLE BACK NUMBERS 
of The Traffic World 


They may never be missed until you need one on 
the instant for reference in some matter involving a 
considerable amount of money. The expense of 
binding a complete volume is a trifle compared to 
the value of the time saved in reference over the 
waste of handling a pile of loose numbers. 


Uniformity of bindings is always very desirable, 
and the best way to obtain it is to simply send your 
complete file back to The Traffic World every year 
and get the regular binding. - You get good quality 


of binding at a reasonable price, because your order 
gets the advantage of being one of many for the 
same kind of work. Costs are as follows: 


Binding The Traffic World, complete set for 
one year, including tariff section, four vol- 


Binding The Traffic World, complete set for 
one year, tariff section omitted, two volumes. 2. 


We pay no transportation charges. Forward yor 
papers early and take advantage of quantity price-. 


THE TRAFFIC SERVICE BUREAU, 418 South Market St., CHICAGO 
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THE TRAFFIC. WORLD 


Washington Brought to Your Door 





That’s what our special service means to you. 
It means that we bring the vast official data on traffic 
matters to your desk. 


The files of the Interstate Commerce Commission, 
the only complete record of interstate freight rates 
in the world, are made as accessible to you as if they 
were in your own Office. 


Our trained investigators, men thoroughly schooled in rate 
questions, are at your command at any + a you want prompt, 
accurate information upon traffic matters. 


Your wants are our only limitations. 


The cost of this service? Small. You pay only for the time 
actually spent by our men in your service. 


The Traffic Service Bureau 


506-510 COLORADO BLDG., WASHINGTON, D.C. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as mem- 
bers are traffic directors, managers, 
commissioners or other officials in 
charge of traffic of industrial or com- 
mercial organizations and traffic officers 
of representative shipping concerns in 
the United States. 


Officers. 
J. M. Belleville, President, 
G. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 
H. G. Wilson, Vice-President, 
Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
Oscar F. Bell, Secretary-Treasurer, 
T. M. Crane Co., 1214 So. Canal Street, 
Chicago, IIl. 


naseemes Implement and Vehicle Associa- 
W. J. Evans, Freight Traf. Mgr., 
ees Trust Bldg., Chicago, Il. 
Sterling 
Manufacturers’ and Shippers’ 
Association. 
In charge of traffic industries located 
at Sterling and Rock Falls, Ill. 
F. Lawrence 


c Manager 


MINNESOTA, 
Northern Pine Manufacturers’ Assocla- 
tion. H. 8S. Childs, Secy., Minneapolis. 


MISSOURI. 
Business Men’s League. P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis, 


TENNESSEE, 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The Chicago Transportation Association. 
Ray F. Clark, Pres.; H. EB. MacNiven, 


Secy. 

The Traffic Club of New York. A. F. 
Mack, Pres.; C. A. Swope, Secy. 

The Spokane Transportation Club. Chas. 
W. Colby, Pres. 
The Traffic Club of ws hacce F. 2g Mont- 
gomery, Pres.; G cCabe, Secy. 
The Traffic Club or Dallas, Tex. T. EB. 
Jackson, Pres.; G. §S. Maxwell, Secy. 

The Traffic Club of Philadelphia. A. 
— Pres.; C. W. ummerfield, 
ecy. 


418-430 MARKET STREEY, CHICAGO fi. 


The Traffic Club of St. Louls. Clarence 
H. Howard, Pres.; A. F. Versen, Secy.- 


The Traffic Club of 
Johnston, Pres.; D. 

The Transportation Club of india 
LL. Pubows, Pres.; L. E. Stone, 

The Traffic Club of New England, Boston. 
Ze Byrnes, Pres.; Wm. C. Brown, 

y 

The Transportation Ciub of Cincinnati. 
C. W. Poysell, Pres.; J. H. Anderson, 
Secy. 

ba Transportation Club of Louisville. 

. C. Harris, Pres.; S. J. McBride, Sec. 
inn Transportation Club of Toledo. L. G. 
Macomber, Pres.; J. S. Marks, Secy. 
The Traffic Club of St. Paul. J. R. Jones, 

Pres.; A. L. Bowker, Secy. 
The Traffic Club 7+ Newark. John T. 
Rogers, Pres.; J. R. Cooke, Secy. 
The Traffic Club gs Seattie. F. W. 
Parker, Pres.; F. R, Hanlon, Secy. 
The Transportation ow ? coerelt, — 
L. M. White, Pres.; ° 
Transportation Club ‘of ‘an Fran _ me 
Burgin, Pres.; 


Secy 

The : Rallroad Club of Kansas ow Mo. 
James L, Marens, Pres.; Claude Man- 
love, Secy. 

The Transportation and Traffic Club, 
ore ham, Ala. L. Sevier, Pres.; O. 


The Traffic Club of aay F. 8. 
1, Pres.; F. B. Rowl 


Poo : ley, 
Salt Lake Tran yeation” ‘Club. c J. 
MeNitt, Pres.; E. Rowland, 
Traffic Club of Milwaukee. C. J. 
schy, Pres.; M. Thayer, 
Transportation Club of hee, oO. ‘Eiova 
. Sherrick, Pres.; D. L. Rupert, Secy.- 


Satan 
Grand , a Traffic oo Grand Rapids, 
Mic Chas. H. Lill Pres.; James 


ey, 
Bale, Secy. 
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THE BOOK SHELF 


The Act to Regulate Commerce and The Commerce Court Act 
Tariff Circular 18-A—Photographic Reproduction, 8x11 inches 

Sup —e No. 2 to 18-A—Photographic Reproduction, 8x11 inches. . 
Con nce Rulings Bulletin No. 6—Photographic Reproduction, 8x11 


oar. 

Suppleniens No. 1 to B-5—Photographic Reproduction, 8x11 inches... 

Table of Commodities of the Decisions of the I. C. C.—From J anuary, 
1906, to July, 1912 

Decisions of the Interstate Commerce Commission—First 23 Volumes 

Complete, Uniform Binding 77 

Railroad Freight Rates, with Maps, Tables, thy Explaining the Present 
Rate System and Its Evolution; McPherso 2 

The Working of the Railroads—What They Are—What They Do and 
How They Do It; McPherson 1 

Transportation in ope—Transportation Conditions in Europe, both 
Rail and Water, Carefully Analyzed; McPherson 

When Railroads Were New—A History of the Early Railroads of the 
Country and of the Men Who Built Them; Carter............... . 2.16 

Studies in American Trades Unionism; Hollander 2 

Interstate Transportation, Covering All Phases of the Subject, both 
Legal and Practical; Barnes. 6 

Railroad Traffic and Rates—The Development of Rate-Making, and the 
Keeping of Freight and Passenger Records, Carefully Treated; John- 
son and Huebner 5 

Hutchinson on Carriers—For Traffic Men and Lawyers. Includes Chap- 
ters on Interstate Commerce Act, Demurrage Limitation of Liability, 

—— Regulation, Conflict of Laws, Connecting Carriers, etc.; Hutchin- 
18 00 

Pierce's Soon Bia the Period from February 4, "1887, to January 
1, 1 

Labor and the Railroads—tTreating of the Conflict Between{the Schedules 
of Organized Labor and the Idea of Personal Management and Re- 

nsibility; Fagan....... ba denewaend 6s SUES shes ca deads tae «»-. 2.10 

Problems in ‘eilwrag Legislation—Haines. Shu baede chinw'he & autatiee’s 1.75 

Railway Rate Theories; Hammond 

Moore on Carriers—A Practical Treatise on the Law of Carriers of Goods, 
Passengers, Live Stock, ete.; D. C. 

Nellis on Street Railways—1911 Edition. 
the Laws Relating to Street Railways 13 

American Electrical Cases—Completely Covering 35 Years, with Annota- 
tions and Cross-references—9 volumes 54 

Frost on Federal Corporation Tax Law—Just off the Press. 4 

Street Railway Reports—Gives the Decisions in the Federal and Courts 
of Last Resort of All the States, from April 1, 1903, to 1906 

The above, continued, two volumes per year. Per volume 5 .00 

Railroad Administration—With Numerous Charts and Folders; Morris. 2.15 

American Railway Transportation—A Hand-book of Information Upon 
All Phases of Railroading; 

The American Transportat on Question—Rates, Service, Financial Re- 
turn, Valuation, Efficiency, Discrimination and Other Phases Anal- 
yzed; D 60 

American Commercial Law Series—The Business Man’s Adviser and 
Legal Guide; 9 volumes; Bays .00 

Ocean and Inland Water Teiakpertakion.—Jolisaon .63 

Elements of Transportation—Johnson .63 

Railroad Reorganization— Daggett 2.10 


If you don’t see what you want or if you wish more detailed information write us 


THE TRAFFIC SERVICE BUREAU, CHICAGO 





